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FIG.5
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1
INVERTED PENDULUM TYPE VEHICLE

CROSS-REFERENCE TO RELATED
APPLICATION

The present application claims priority under 35 U.S.C.
§119 to Japanese Patent Application No. 2013-074053, filed
Mar. 29, 2013. The entire contents of the above-identified
application is hereby incorporated by reference.

BACKGROUND OF THE INVENTION

1. Field of the Invention

The present invention relates to an inverted pendulum
type vehicle that is configured to be capable of moving in all
directions on a floor surface.

2. Description of Background Art

In a traveling device in which inversion control is
executed by drive control of a wheel, a technology for
making a user select the control mode has been proposed
JP-A No. 2010-167807

However, according to the technology, as a configuration
for making a user select the control mode of a vehicle, it is
necessary to arrange a switch separately.

SUMMARY AND OBJECTS OF THE
INVENTION

The object of the present invention is to provide an
inverted pendulum type vehicle having a function for mak-
ing a user select the control mode even while additional
configuration for mode selection is omitted.

The present invention is related to an inverted pendulum
type vehicle (may be hereinafter simply referred to as a
“vehicle”) that includes moving motion units configured to
be capable of moving in all directions on a floor surface,
actuator devices that drive the moving motion units, a base
that incorporates the moving motion units and the actuator
devices, an occupant riding section incorporated into the
base so as to be tiltable with respect to the vertical direction
(e.g: an imaginary line that extends orthogonally with
respect to the floor surface), state detection units that detect
a state of the occupant riding section, and a control device
configured to control the motion of the actuator devices
based on a detection result of the state of the occupant riding
section by the state detection units.

The control device is configured to select one control
mode out of a plurality of control modes of the inverted
pendulum type vehicle based on the detection result of the
state of the occupant riding section by the state detection
units, and to control the motion of the actuator devices
according to the one control mode.

According to the vehicle of the present invention, one
control mode is selected by the control device out of a
plurality of control modes according to the detection result
of the state of the occupant riding section by the state
detection units that are fundamental constituents. Therefore,
the user can select the control mode by adjusting the state of
the occupant riding section even while an additional con-
figuration for mode selection in the vehicle is omitted. The
manufacturing cost of the vehicle can be reduced also by the
amount of the additional configuration that is omitted.

In the vehicle of the present invention, it is preferable that
the control device is configured to select the one control
mode with a provision that the detection result of the state
of the occupant riding section by the state detection units
satisfies a designated condition.
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2

According to the vehicle of the present invention, the user
can select the control mode by adjusting the tilting state of
the base in a form the detection result of the state of the
occupant riding section satisfies a designated condition.
Even if the state of the occupant riding section is changed,
when the detection result of the state of the occupant riding
section achieved by the change does not satisfy the desig-
nated condition, the control mode is not selected. Therefore,
the possibility that the state of the occupant riding section
changes to an unexpected form and a control mode not
intended by the user is selected is reduced.

In the vehicle of the present invention, it is preferable that
the control device is configured to select the one control
mode with the designated condition that the detection result
of the state of the occupant riding section by the state
detection units shows tilting of the occupant riding section
to a designated direction.

According to the vehicle of the present invention, the user
can select the control mode by tilting the occupant riding
section to a designated direction. Even if the occupant riding
section is tilted, when the tilting direction is a direction
different from the designated direction, the control mode is
not selected. Therefore, the possibility that the occupant
riding section tilts to an unexpected direction and a control
mode not intended by the user is selected is reduced.

In the vehicle of the present invention, it is preferable that
the control device is configured to select the one control
mode with the designated condition that the detection result
of the state of the occupant riding section by the state
detection units shows tilting of the occupant riding section
to the designated direction by a designated angle or more.

According to the vehicle of the present invention, the user
can select the control mode by tilting the occupant riding
section to a designated direction by a designated angle or
more. Even if the occupant riding section is tilted to the
designated direction, when the tilting angle is less than the
designated angle, the control mode is not selected. There-
fore, the possibility that the occupant riding section tilts to
a designated direction unexpectedly and a control mode not
intended by the user is selected is further reduced.

In the vehicle of the present invention, it is preferable that
the control device is configured to select a control mode that
differs according to whether the designated direction is
forward or rearward as the one control mode.

According to the vehicle of the present invention, each of
the forward direction whose instruction frequency as the
translational direction by the user is high and the rearward
direction whose instruction frequency is lower than that of
the forward direction is defined as the tilting direction
(designated direction) of the occupant riding section for
control mode selection. Therefore, the user can clearly
recognize the difference in the selected control mode accord-
ing to the difference in the tilting direction of the occupant
riding section in view of the high-low difference in the
frequency and surely select the control mode intended by the
user.

Therefore, it is preferable that the control device is
configured to select the one control mode out of the plurality
of control modes that include a beginner mode in which the
motion of the actuator devices is controlled with low sen-
sitivity with respect to steering operation of the inverted
pendulum type vehicle by an occupant, and an expert mode
in which the motion of the actuator devices is controlled
with sensitivity higher than that in the beginner mode with
respect to steering operation of the inverted pendulum type
vehicle by the occupant.
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According to the vehicle of the present invention, it is
possible to make the occupant select each of the “expert
mode” and the “beginner mode” as the control mode of the
vehicle according to the difference of the tilting condition of
the occupant riding section. Also, it is possible to make the
occupant steer the vehicle with different sensitivity accord-
ing to the selected control mode with respect to the steering
operation of the occupant.

Therefore, it is preferable that the control device is
configured to select the one control mode based on the
detection result of the state of the occupant riding section by
the state detection units over a period from start of the
inverted pendulum type vehicle until a designated period
elapses.

According to the vehicle of the present invention, because
the user can start of the vehicle 1 and select the control mode
by tilting of the occupant riding section in succession,
usability of the vehicle can be improved. Such an event can
be avoided that an unintended mode is selected by tilting of
the occupant riding section in a state where the user is riding
on the occupant riding section as an occupant after the
designated period.

Therefore, it is preferable that the control device is
configured to select one control mode out of the plurality of
control modes based on a detection result other than the
detection result of the state of the occupant riding section by
the state detection units which become a motion control
basis of the actuator devices.

According to the vehicle of the present invention, the
detection result of the state of the occupant riding section
used as the motion control basis of the actuator devices is not
used as the selection basis of the control mode. Similarly, the
detection result of the state of the occupant riding section
used as the selection basis of the control mode is not used as
the motion control basis of the actuator devices. Thus, not
only is the control mode selected based on a common
detection result of the state of the occupant riding section,
but also such an event can be avoided that the control
condition of the motion of the actuator devices changes
according to the selected control mode and discontinuity
occurs in the steering feeling of the vehicle by the occupant.

Therefore, it is preferable that an indicator is further
included and that the control device is configured to display
the one control mode on the indicator.

According to the vehicle of the present invention, by
making the user visually confirm the display condition of the
indicator, the user can easily confirm the control mode of the
vehicle according to the display condition.

Therefore, it is preferable that the indicator is disposed on
the front side of the base.

According to the vehicle of the present invention, even in
a state where the user rides on the occupant riding section as
an occupant, the user can easily confirm the control mode of
the vehicle.

Therefore, it is preferable that the indicator is formed of
a plurality of monochrome LEDs, a multicolor LED, or a
combination thereof, and the control device is configured to
execute control while differentiating the lighting condition
of the plurality of monochrome LEDs, the multicolor LED,
or a combination thereof according to difference in the one
control mode.

According to the vehicle of the present invention, by
making the user visually confirm the lighting condition of a
plurality of monochrome LEDs, a multicolor LED, or a
combination thereof as the indicator, the user can easily
confirm the control mode of the vehicle according to the
display condition.
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Further scope of applicability of the present invention will
become apparent from the detailed description given here-
inafter. However, it should be understood that the detailed
description and specific examples, while indicating pre-
ferred embodiments of the invention, are given by way of
illustration only, since various changes and modifications
within the spirit and scope of the invention will become
apparent to those skilled in the art from this detailed descrip-
tion.

BRIEF DESCRIPTION OF THE DRAWINGS

The present invention will become more fully understood
from the detailed description given hereinbelow and the
accompanying drawings which are given by way of illus-
tration only, and thus are not limitative of the present
invention, and wherein:

FIG. 1 is a perspective view of the outer appearance of the
inverted pendulum type vehicle of the first embodiment of
the present invention;

FIG. 2 is a side view of the inverted pendulum type
vehicle of the first embodiment;

FIG. 3 is a block diagram showing a configuration for
controlling the inverted pendulum type vehicle of the first
embodiment;

FIG. 4 is a block diagram showing processing of the first
control processing unit shown in FIG. 3;

FIG. 5 is a drawing for explaining an inverted pendulum
model used for processing of the first control processing unit
shown in FIG. 3;

FIG. 6 is a block diagram showing a behavior in relation
with the inverted pendulum model of FIG. 5;

FIG. 7 is a block diagram showing processing of a gravity
center shift estimation unit shown in FIG. 4;

FIG. 8 is a block diagram showing processing of the
second control processing unit shown in FIG. 3;

FIG. 9 (a) is a block diagram showing processing of an
essential part of the second control processing unit in the
second embodiment of the present invention;

FIG. 9 (b) is a block diagram showing processing of an
essential part of the second control processing unit in the
third embodiment of the present invention; and

FIG. 10 is an explanatory drawing in relation with a
control mode selection process.

DETAILED DESCRIPTION OF THE
PREFERRED EMBODIMENTS

First Embodiment

The first embodiment of the present invention will be
described referring to FIG. 1 to FIG. 8 and FIG. 10. As
shown in FIG. 1 and FIG. 2, an inverted pendulum type
vehicle 1 of the present embodiment includes a base 2, a first
moving motion unit 3 and a second moving motion unit 4
capable of moving on a floor surface, and an occupant riding
section 5 on which an occupant rides. The vehicle 1 includes
an indicator 200 disposed on the front side of the base 2 and
outputting the difference in the control mode of the vehicle
1 selected then according to the difference in the display
condition. In the present embodiment, the indicator 200 is
formed of a red color LED 202 and a green color LED 204.

The first moving motion unit 3 includes a core body 6 of
an annular shape shown in FIG. 2 (hereinafter referred to as
an annular core body 6), and plural rollers 7 of an annular
shape mounted on the annular core body 6 so as to be
arrayed at equal angular intervals in the circumferential



US 9,423,795 B2

5

direction (the direction around the axis) of the annular core
body 6. The respective rollers 7 are externally inserted to the
annular core body 6 with their rotation axes being directed
to the circumferential direction of the annular core body 6.
Also, the respective rollers 7 are made rotatable integrally
with the annular core body 6 around the axis of the annular
core body 6, and are made rotatable around the axis of the
cross section of the annular core body 6 (the circumferential
axis around the axis of the annular core body 6).

The first moving motion unit 3 including these annular
core body 6 and plural rollers 7 is grounded on the floor
surface through the roller 7 (the roller 7 positioned at the
lower part of the annular core body 6) in a state where the
axis of the annular core body 6 is directed parallel to the
floor surface. It is configured that, by rotationally driving the
annular core body 6 around the axis thereof in this grounded
state, the annular core body 6 and all of the respective rollers
7 roll, and thereby the first moving motion unit 3 moves on
the floor surface to the direction orthogonal to the axis of the
annular core body 6. Also, it is configured that, by rotation-
ally driving the respective rollers 7 around the rotational
axes thereof in the grounded state, the first moving motion
unit 3 moves to the axial direction of the annular core body
6.

Further, it is configured that, by executing rotational drive
of the annular core body 6 and rotational drive of the
respective rollers 7, the first moving motion unit 3 moves to
the direction orthogonal to the axis of the annular core body
6 and the direction inclined with respect to the axial direc-
tion of the annular core body 6.

Thus, the first moving motion unit 3 can move to all
direction on the floor surface. In the description below, as
shown in FIG. 1 and FIG. 2, out of the moving directions of
the first moving motion unit 3, the direction orthogonal to
the axis of the annular core body 6 is made the X-axis
direction, the axial direction of the annular core body 6 is
made the Y-axis direction, and the vertical direction (e.g: an
imaginary line that extends orthogonally with respect to the
floor surface), is made the Z-axis direction. Also, the for-
ward direction is made the positive direction of X-axis, the
leftward direction is made the positive direction of Y-axis,
and the upward direction is made the positive direction of
Z-axis.

The first moving motion unit 3 is incorporated into the
base 2. More specifically, the base 2 is arranged so as to
cover the periphery of a portion excluding the lower part of
the first moving motion unit 3 grounded on the floor surface.
Also, the annular core body 6 of the first moving motion unit
3 is supported by the base 2 so as to be rotatable around the
axis thereof.

In this case, the base 2 is made tiltable around the axis of
the annular core body 6 of the first moving motion unit 3
(around Y-axis) with the axis of the annular core body 6 of
the first moving motion unit 3 being a fulcrum, and is made
tiltable around X-axis orthogonal to the axis of the annular
core body 6 with the grounding part of the first moving
motion unit 3 being a fulcrum by being tilted with respect to
the floor surfaced along with the first moving motion unit 3.
Therefore, the base 2 is tiltable around two axes with respect
to the vertical direction.

Also, inside the base 2, as shown in FIG. 2, a first actuator
device 8 that generates a drive force for moving the first
moving motion unit 3 is mounted. The first actuator device
8 is formed of an electric motor 8a as an actuator rotationally
driving the annular core body 6 and an electric motor 85 as
an actuator rotationally driving the respective rollers 7.
Further, it is configured that the electric motors 8a, 86 impart
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rotational drive force to the annular core body 6 and the
respective rollers 7 through power transmission mechanisms
whose illustrations are omitted. Also, the power transmis-
sion mechanisms may have a known structure.

The first moving motion unit 3 may have a structure
different from the structure described above. For example, as
the structure of the first moving motion unit 3 and the drive
system thereof, those having a structure proposed by the
present applicant in PCT Unexamined International Appli-
cation WO/2008/132778 or PCT Unexamined International
Application WO/2008/132779 may be employed.

Also, the occupant riding section 5 (saddle seat) is incor-
porated into the base 2. The occupant riding section 5 is
formed of a seat on which the occupant sits, and is fixed to
the upper end of the base 2. Further, the occupant can sit on
the occupant riding section 5 with the occupant’s front/rear
direction being directed to the X-axis direction and the
occupant’s right/left direction being directed to the Y-axis
direction. Also, because the occupant riding section 5 (seat)
is fixed to the base 2, it is made tiltable with respect to the
vertical direction integrally with the base 2. That is, the
tilting condition or the rotating condition (around the Yaw
axis) of the occupant riding section 5 and the tilting condi-
tion or the rotating condition of the base 2 are measured as
equivalent ones.

The first moving motion unit 3 and the base 2 may be
configured so as not to be tilted around X-axis and Y-axis (so
that the attitude in the pitching direction and the rolling
direction is maintained generally constant). In this case, it
may configured that the occupant riding section 5 is sup-
ported by the base 2 so as to be tiltable or rotatable through
a ball joint and the like. That is, the tilting condition or the
rotating condition of the occupant riding section 5 and the
tilting condition or the rotating condition of the base 2 are
measured as separate ones.

A pair of footrests 9, 9 on which the occupant sitting on
the occupant riding section 5 places the occupant’s feet and
a pair of holders 10, 10 held by the occupant are further
incorporated into the base 2.

The footrests 9, 9 are arranged projectingly in the lower
part of both sides of the base 2. Also, in FIG. 1 and FIG. 2,
illustration of the footrest 9 on one side (right side) is
omitted.

Further, the holders 10, 10 are ones having a bar shape
disposed so as to extend in the X-axis direction (front/rear
direction) on both sides of the occupant riding section 5 and
are respectively fixed to the base 2 through rods 11 extended
from the base 2. Also, a joy stick 12 as an operation tool is
attached to one holder 10 (the holder 10 on the right side in
the drawing) out of the holders 10, 10.

The joy stick 12 is made swingably operable in the
front/rear direction (X-axis direction) and the right/left
direction (Y-axis direction). Also, the joy stick 12 outputs
operation signals showing the swing amount thereof in the
front/rear direction (X-axis direction) and the direction of
the swing (forward or rearward) thereof as an advancing/
retreating command that makes the vehicle 1 move forward
or rearward, and outputs operation signals showing the
swing amount in the right/left direction (Y-axis direction)
and the direction of the swing (rightward or leftward)
thereof as a transverse moving command that makes the
vehicle 1 move in the right/left direction.

In the present embodiment, the second moving motion
unit 4 is formed of a so-called omni-wheel. The omni-wheel
as the second moving motion unit 4 has a known structure
including a pair of coaxial annular core bodies (illustration
thereof is omitted) and a plurality of barrel-like rollers 13
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externally inserted so as to be rotatable with the rotation axis
being directed to the circumferential direction of the annular
core bodies in the respective annular core bodies.

In this case, the second moving motion unit 4 is disposed
on the rear side of the first moving motion unit 3 with the
axis of the pair of annular core bodies being directed to the
X-axis direction (front/rear direction), and is grounded to the
floor surface through the rollers 13.

The roller 13 on one side and the roller 13 on the other
side of the pair of annular core bodies are disposed so as to
shift the phase in the circumferential direction of the annular
core bodies, and it is configured that either one of the roller
13 on one side and the roller 13 on the other side of the pair
of'annular core bodies is grounded to the floor surface when
the pair of annular core bodies rotate.

The second moving motion unit 4 formed of the omni-
wheel is connected to the base 2. More specifically, the
second moving motion unit 4 includes a case 14 that covers
a portion on the upper side of the omni-wheel (the entirety
of the pair of annular core bodies and the plural rollers 13),
and the pair of annular core bodies of the omni-wheel are
journaled to the case 14 so as to be rotatable around the axis
of the pair of annular core bodies. Also, an arm 15 extended
from the case 14 to the base 2 side is journaled to the base
2 so as to be swingable around the axis of the annular core
bodies 6 of the first moving motion unit 3. Thus, the second
moving motion unit 4 is connected to the base 2 through the
arm 15.

Also, the second moving motion unit 4 is made swingable
with respect to the base 2 around the axis of the annular core
bodies 6 of the first moving motion unit 3 by swinging of the
arm 15, and thereby, the occupant riding section 5 is made
capable of tiltable around Y-axis along with the base 2 while
both of the first moving motion unit 3 and the second
moving motion unit 4 are grounded.

It may be also configured that the arm 15 is journaled to
the axis section of the annular core bodies 6 of the first
moving motion unit 3 and the second moving motion unit 4
is connected to the first moving motion unit 3 through the
arm 15.

Also, in the base 2, a pair of stoppers 16, 16 that restrict
the swing range of the arm 15 is arranged, and the arm 15
can swing within a range between the stoppers 16, 16. Thus,
it is configured that the swing range of the second moving
motion unit 4 around the axis of the annular core bodies 6
of the first moving motion unit 3 as well as the swing range
of'the base 2 and the occupant riding section 5 around X-axis
are restricted, and the base 2 and the occupant riding section
5 are prevented from tilting excessively to the rear side of
the occupant.

The second moving motion unit 4 may be energized by a
spring so as to be pressed to the floor surface.

As described above, similarly to the first moving motion
unit 3, the second moving motion unit 4 can move on the
floor surface in all direction including the X-axis direction
and the Y-axis direction by executing either one or both of
rotation of the pair of annular core bodies of the second
moving motion unit 4 and rotation of the rollers 13. More
specifically, the second moving motion unit 4 is made
movable in the Y-axis direction (right/left direction) by
rotation of the annular core bodies, and is made movable in
the X-axis direction (front/rear direction) by rotation of the
rollers 13.

Also, to the case 14 of the second moving motion unit 4,
an electric motor 17 as the second actuator device that drives
the second moving motion unit 4 is attached. So as to
rotationally drive a pair of annular core bodies of the second
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moving motion unit 4, the electric motor 17 is connected to
the pair of annular core bodies.

Therefore, in the present embodiment, it is configured that
the second moving motion unit 4 is moved in the X-axis
direction in a subordinate manner following the movement
of'the first moving motion unit 3 in the X-axis direction, and
the second moving motion unit 4 is moved in the Y-axis
direction by rotatingly driving the pair of annular core
bodies of the second moving motion unit 4 by the electric
motor 17.

In addition, the second moving motion unit 4 may have a
structure similar to that of the first moving motion unit 3.

The above is the mechanical configuration of the vehicle
1 in the present embodiment.

Although illustration in FIG. 1 and FIG. 2 is omitted, on
the base 2 of the vehicle 1 in the present embodiment, as a
configuration for motion control of the vehicle 1 (motion
control of the first moving motion unit 3 and the second
moving motion unit 4), as shown in FIG. 3, a control device
21 formed of an electronic circuit unit including CPU,
RAM, ROM and the like, an inclination sensor 22 for
measuring the inclination angle of the occupant riding
section 5 (the inclination angle of the base 2) with respect to
the vertical direction (e.g: an imaginary line that extends
orthogonally with respect to the floor surface), and a yaw
rate sensor 23 for measuring the angular velocity around the
yaw axis of the vehicle 1 are mounted.

Also, it is configured that the output of the joy stick 12 and
the detection signals of the inclination sensor 22 and the yaw
rate sensor 23 are inputted to the control device 21. The
input signals are stored as the data in a storage device that
forms the control device 21. The data stored by the storage
device may be accumulated, but may be updated or over-
written for every inputting.

The control device 21 is configured to select one control
mode out of plural control modes of the vehicle 1 according
to the detection result of the inclination state of the occupant
riding section 5 (or the base 2) expressed by the output
signal of the inclination sensor 22 that forms a “state
detection unit”. The control device 21 is configured to
control the motion of the electric motors 8a and 86 accord-
ing to the one control mode selected. The control device 21
is configured to make the one control mode selected be
displayed on the indicator 200.

“The control device 21 is “configured” to execute prede-
termined calculating process” means that the calculation
processing device of one or plural CPUs and the like
forming the control device 21 is “programmed” or
“designed” so as to execute the predetermined calculation
process or to output required signals according to the
reading software after required application software and
required data are read from the storage device such as ROM
or RAM and the like.

Also, the control device 21 may be formed into plural
electronic circuit units that are capable of communicating to
each other.

The inclination sensor 22 is formed of an acceleration
sensor and an angular velocity sensor such as a gyro-sensor
and the like for example. Also, the control device 21
acquires the measured value of the inclination angle of the
occupant riding section 5 (that is the inclination angle of the
base 2) from the detection signals of these acceleration
sensor and angular velocity sensor using a known method.
As the method, a method described in Japanese Patent No.
4181113 may be employed for example.

Also, more specifically, the inclination angle of the occu-
pant riding section 5 (or the inclination angle of the base 2)
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in the present embodiment is the inclination angle that
makes the attitude of the occupant riding section 5 (or the
base 2), in a state where the gravity center of the entirety
including the vehicle 1 and the occupant riding on the
occupant riding section 5 of the vehicle 1 with a predeter-
mined attitude (standard attitude) is positioned just above
(above in the vertical direction) of the grounding part of the
first moving motion unit 3, a reference (zero) (a set of the
inclination angle in the direction around X-axis and the
inclination angle in the direction around Y-axis).

Further, the yaw rate sensor 23 is formed of an angular
velocity sensor such as a gyro-sensor and the like. Also, the
control device 21 acquires the measured value of the angular
velocity around the yaw axis of the vehicle 1 based on the
detection signal of the angular velocity sensor.

Further, the control device 21 includes a first control
processing unit 24 controlling the moving motion of the first
moving motion unit 3 by controlling the electric motors 8a,
85 that form the first actuator device 8 and a second control
processing unit 25 controlling the moving motion of the
second moving motion unit 4 by controlling the electric
motor 17 as the second actuator device in addition to the
function for acquiring the measured values as described
above as a function achieved by a mounted program and the
like (function achieved by software) or a function formed by
hardware.

By executing the calculation process described below, the
first control processing unit 24 calculates the first target
speed that is a target value of the moving speed of the first
moving motion unit 3 (more specifically, a set of the
translational speed in the X-axis direction and the transla-
tional speed in the Y-axis direction) one by one, and controls
the rotational speed of the electric motors 8a, 86 so that the
actual moving speed of the first moving motion unit 3 agrees
to the first target speed.

In this case, the relation between each rotational speed of
the electric motors 8a, 85 and the actual moving speed of the
first moving motion unit 3 is determined beforehand, and it
is configured that the target value of the rotational speed of
the electric motors 8a, 85 is decided according to the first
target speed of the first moving motion unit 3. Also, by
feedback-control of the rotational speed of the electric
motors 8a, 85 to the target value decided according to the
first target speed, the actual moving speed of the first moving
motion unit 3 is controlled to the first target speed.

By executing the calculation processing described below,
the second control processing unit 25 calculates the second
target speed that is a target value of the moving speed of the
second moving motion unit 4 (more specifically, the trans-
lational speed in the Y-axis direction) one by one, and
controls the rotational speed of the electric motor 17 so that
the actual moving speed of the second moving motion unit
4 in the Y-axis direction agrees to the second target speed.

In this case, similarly to the case of the first moving
motion unit 3, the relation between the rotational speed of
the electric motor 17 and the actual moving speed of the
second moving motion unit 4 in the Y-axis direction is
determined beforehand, and it is configured that the target
value of the rotational speed of the electric motor 17 is
decided according to the second target speed of the second
moving motion unit 4. Also, by feedback-control of the
rotational speed of the electric motor 17 to the target value
decided according to the second target speed, the actual
moving speed of the second moving motion unit 4 in the
Y-axis direction is controlled to the second target speed.

In addition, in the present embodiment, the second mov-
ing motion unit 4 is moved in the X-axis direction in a
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subordinate manner following the movement of the first
moving motion unit 3 in the X-axis direction. Therefore, it
is not necessary to set the target value of the moving speed
of the second moving motion unit 4 in the X-axis direction.

Next, processing of the first control processing unit 24 and
the second control processing unit 25 will be described in
more detail. First, processing of the first control processing
unit 24 will be described referring to FIG. 4 to FIG. 7.

As shown in FIG. 4, the first control processing unit 24
includes, as main function units thereof, an operation com-
mand conversion unit 31 that converts the command input-
ted from the joy stick 12 (turning command and advancing/
retreating command) to the speed command of the vehicle 1
in the X-axis direction (front/rear direction) and the Y-axis
direction (right/left direction), a gravity center target speed
determination unit 32 that determines the target speed of the
gravity center of the entirety including the vehicle 1 and the
occupant riding on the occupant riding section 5 thereof
(hereinafter referred to as the vehicle system entirety gravity
center), a gravity center speed estimation unit 33 that
estimates the speed of the vehicle system entirety gravity
center, and an attitude control calculation unit 34 that
determines the target value of the moving speed of the first
moving motion unit 3 so as to control the attitude of the
occupant riding section 5 (the attitude of the base 2) while
making the speed of the vehicle system entirety gravity
center estimated follow the target speed. Also, the first
control processing unit 24 executes processing of these
respective function units at a predetermined calculation
processing period of the control device 21.

Further, in the present embodiment, the vehicle system
entirety gravity center has a meaning as an example of the
representative point of the vehicle 1. Therefore, the speed of
the vehicle system entirety gravity center means the moving
speed of the representative point of the vehicle 1.

Here, before processing of the respective function units of
the first control processing unit 24 is described specifically,
facts that become the base of the processing will be
described. The dynamic behavior of the vehicle system
entirety gravity center (more specifically, the behavior as
viewed in the Y-axis direction and the behavior as viewed in
the X-axis direction) is approximately expressed by the
behavior of an inverted pendulum model as shown in FIG.
5. The algorithm of the processing of the first control
processing unit 24 is constructed on the basis of this behav-
ior.

Also, including the reference signs in FIG. 5, in the
description below, the suffix “_x" means the reference sign
of the variables and the like as viewed from the Y-axis
direction, and the suffix “_y” means the reference sign of the
variables and the like as viewed from the X-axis direction.
Further, in FIG. 5, in order to illustrate both of the inverted
pendulum model as viewed from the Y-axis direction and the
inverted pendulum model as viewed from the X-axis direc-
tion, the reference signs of the variables as viewed from the
Y-axis direction is not in parentheses, and the reference signs
of the variables as viewed from the X-axis direction is in
parentheses.

The inverted pendulum model expressing the behavior of
the vehicle system entirety gravity center as viewed from the
Y-axis direction includes an imaginary wheel 61_x having
the rotation axis parallel to the Y-axis direction and rollable
on the floor surface (hereinafter referred to as the imaginary
wheel 61_x), a rod 62_x extended from the rotation center of
the imaginary wheel 61_x and swingable around the rotation
axis of the imaginary wheel 61_x (in the direction around
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Y-axis), and a mass point Ga_x connected to a reference
Ps_x that is the distal end (upper end) of the rod 62_x.

In the inverted pendulum model, the motion of the mass
point Ga_x is equivalent to the motion of the vehicle system
entirety gravity center as viewed from the Y-axis direction,
and the inclination angle 6b_x (the inclination angle in the
direction around Y-axis) of the rod 62_x with respect to the
vertical direction agrees to the inclination angle in the
direction around Y-axis of the occupant riding section 5 (or
the base 2). Also, the translational motion in the X-axis
direction of the first moving motion unit 3 is equivalent to
the translational motion in the X-axis direction caused by
rolling of the imaginary wheel 61_x.

Further, the radius r_x of the imaginary wheel 61_x and
the height h_x of the reference Ps_x and the mass point
Ga_x from the floor surface are made preset values (constant
values) that are set beforehand. Also, in other words, r_x is
equivalent to the height of the center of tilting of the
occupant riding section 5 (or the base 2) in the direction
around -Y-axis from the floor surface. In the present
embodiment, this r_x is equivalent to the distance between
the axis of the annular core bodies 6 of the first moving
motion unit 3 and the grounding surface.

In a similar manner, the inverted pendulum model
expressing the behavior of the vehicle system entirety grav-
ity center as viewed from the X-axis direction includes an
imaginary wheel 61_y having the rotation axis parallel to the
X-axis direction and rollable on the floor surface (hereinafter
referred to as the imaginary wheel 61_y), a rod 62_y
extended from the rotation center of the imaginary wheel
61_y and swingable around the rotation axis of the imagi-
nary wheel 61_y (in the direction around X-axis), and a mass
point Ga_y connected to a reference Ps_y that is the distal
end (upper end) of the rod 62_y.

In the inverted pendulum model, the motion of the mass
point Ga_y is equivalent to the motion of the vehicle system
entirety gravity center as viewed from the X-axis direction,
and the inclination angle 0b_y (the inclination angle in the
direction around X-axis) of the rod 62_y with respect to the
vertical direction agrees to the inclination angle in the
direction around X-axis of the occupant riding section 5 (or
the base 2). Also, the translational motion in the Y-axis
direction of the first moving motion unit 3 is equivalent to
the translational motion in the Y-axis direction caused by
rolling of the imaginary wheel 61_y.

Further, the radius r_y of the imaginary wheel 61_y and
the height by of the reference Ps_y and the mass point Ga_y
from the floor surface are made preset values (constant
values) that are set beforehand. Also, in other words, r_y is
equivalent to the height of the center of tilting of the
occupant riding section 5 (or the base 2) in the direction
around X-axis from the floor surface. In the present embodi-
ment, this r_y is equivalent to the radius of the rollers 7 of
the first moving motion unit 3. Also, the height by of the
reference Ps_y and the mass point Ga_y as viewed from the
X-axis direction from the floor surface is the same as the
height h_x of the reference Ps_x and the mass point Ga_x as
viewed from the Y-axis direction from the floor surface.
Therefore, h_x=h_y=h is to be hereinafter noted.

Here, a comment will be added on the positional relation
between the reference Ps_x and the mass point Ga_x as
viewed from the Y-axis direction. The position of the ref-
erence Ps_x is equivalent to the position of the vehicle
system entirety gravity center in a case where the occupant
riding (sitting on) the occupant riding section 5 is assumed
to be immobile with respect to the occupant riding section 5.
Therefore, in this case, the position of the mass point Ga_x
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agrees to the position of the reference Ps_x. This is similar
also with respect to the positional relation between the
reference Ps_y and the mass point Ga_y as viewed from the
X-axis direction.

However, in fact, an occupant riding on the occupant
riding section 5 moves the upper body and the like thereof
with respect to the occupant riding section 5 (or the base 2),
and thereby the position in the X-axis direction and the
position in the Y-axis direction of the actual vehicle system
entirety gravity center come to be shifted to the lateral
direction respectively from the positions of the reference
Ps_x, Ps_y in general. Therefore, in FIG. 5, the positions of
the mass points Ga_x, Ga_y are illustrated in a state shifted
respectively from the positions of the reference Ps_x, Ps_y.

The behavior of the vehicle system entirety gravity center
expressed by the inverted pendulum model as described
above is expressed by expressions (la), (1b), (2a), (2b)
below. In this case, the expressions (1a), (1b) express the
behavior as viewed in the Y-axis direction, and the expres-
sions (2a), (2b) express the behavior as viewed in the X-axis
direction.

Vb_x=Vwl_x+h_x-wb_x (1a)

dVb_x/di=(g/h) 0b_x-(h-r_x)+Ofst_x)+oz-Vb_y (1b)

Vb_y=Vwl_y+h_y-wb_y (2a)

dVb_y/di=(g/h) 0b_y(h-r_y)+Ofst_y)-wz-Vb_x (2b)

Here, Vb_x is the speed (translational speed) in the X-axis
direction of the vehicle system entirety gravity center,
Vwl_x is the moving speed (translational speed) in the
X-axis direction of the imaginary wheel 61_x, 6b_x is the
inclination angle in the direction around Y-axis of the
occupant riding section 5 (or the base 2), wb_x is the
temporal change rate of Ob_x (=d6b_x/dt), Ofst_x is the shift
amount in the X-axis direction of the position in the X-axis
direction of the vehicle system entirety gravity center (the
position in the X-axis direction of the mass point Ga_x) from
the position of the reference Ps_x, Vb_y is the speed
(translational speed) in the Y-axis direction of the vehicle
system entirety gravity center, Vw1_y is the moving speed
(translational speed) in the Y-axis direction of the imaginary
wheel 61_y, 6b_y is the inclination angle in the X-axis
direction of the occupant riding section 5 (or the base 2),
wb_y is the temporal change rate of 6b_y (=d6b_y/dt), and
Ofst_y is the shift amount in the Y-axis direction of the
position in the Y-axis direction of the vehicle system entirety
gravity center (the position in the Y-axis direction of the
mass point Ga_y) from the position of the reference Ps_y.
Also, wz is the yaw rate (the angular velocity in the direction
around the yaw axis) when the vehicle 1 turns, and g is the
gravitational acceleration constant. Further, the positive
direction of 6b_x, wb_x is the direction that the vehicle
system entirety gravity center inclines to the positive direc-
tion of X-axis (forward), and the positive direction of 6b_y,
wb_y is the direction that the vehicle system entirety gravity
center inclines to the positive direction of Y-axis (leftward).
Furthermore, the positive direction of wz is the counter-
clockwise direction when the vehicle 1 is viewed from
above.

Also, Vb_x, Vb_y agree to the moving speed in the X-axis
direction of the reference Ps_x and the moving speed in the
Y-axis direction of the reference Ps_y, respectively.

The second term of the right side of the expression (1a)
(=h-wb_x) is the translational speed component in the X-axis
direction of the reference Ps_x generated by tilting of the
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occupant riding section 5 in the direction around Y-axis, and
the second term of the right side of the expression (2a)
(=h-wb_y) is the translational speed component in the Y-axis
direction of the reference Ps_y generated by tilting of the
occupant riding section 5 in the direction around -X-axis.

In addition, more specifically, Vw1_x in the expression
(1a) is the relative circumferential speed of the imaginary
wheel 61_x with respect to the rod 62_x (in other words,
with respect to the occupant riding section 5 or the base 2).
Therefore, in Vw1_x, in addition to the moving speed in the
X-axis direction of the grounding point of the imaginary
wheel 61_x to the floor surface (the moving speed in the
X-axis direction of the grounding point of the first moving
motion unit 3 to the floor surface), a velocity component
accompanying tilting of the rod 62_x(=r x-wb_x) is
included. This fact is similar to Vw1 _y in the expression (2a)
also.

Also, the first term of the right side of the expression (1b)
is the acceleration component in the X-axis direction gen-
erated in the vehicle system entirety gravity center by the
component in the X-axis direction (F_x in FIG. 5) of the
floor reaction force (F in FIG. 5) applied to the grounding
part of the imaginary wheel 61_x according to the shift
amount (=6b_x-(h-r_x)+Ofst_x) of the position in the
X-axis direction of the vehicle system entirety gravity center
(the position in the X-axis direction of the mass point Ga_x)
from the upper position in the vertical direction of the
grounding part of the imaginary wheel 61_x (the grounding
part of the first moving motion unit 3 as viewed in the Y-axis
direction), and the second term of the right side of the
expression (1b) is the acceleration component in the X-axis
direction generated by the centrifugal force applied to the
vehicle 1 in turning at the yaw rate of wz.

Similarly, the first term of the right side of the expression
(2b) is the acceleration component in the Y-axis direction
generated in the vehicle system entirety gravity center by the
component in the Y-axis direction (F_y in FIG. 5) of the
floor reaction force (F in FIG. 5) applied to the grounding
part of the imaginary wheel 61_y according to the shift
amount (=6b_y-(h-r_y)+Ofst_y) of the position in the
Y-axis direction of the vehicle system entirety gravity center
(the position in the Y-axis direction of the mass point Ga,)
from the upper position in the vertical direction of the
grounding part of the imaginary wheel 61_y (the grounding
part of the first moving motion unit 3 as viewed in the X-axis
direction), and the second term of the right side of the
expression (2b) is the acceleration component in the Y-axis
direction generated by the centrifugal force applied to the
vehicle 1 in turning at the yaw rate of wz.

As described above, the behavior expressed by the
expressions (la), (1b) (the behavior as viewed in the X-axis
direction) is expressed as shown in FIG. 6 when expressed
by a block diagram. 1/s in the drawing expresses integral
calculation.

Also, processing of the calculation unit marked with the
reference sign A in FIG. 6 corresponds to the relation
formula of the expression (la), and processing of the cal-
culation unit marked with the reference sign B corresponds
to the relation formula of the expression (1b).

Further, h-6b_x in FIG. 6 approximately agrees to Diff_x
shown in FIG. 5.

On the other hand, the block diagram that expresses the
behavior expressed by the expressions (2a), (2b) (the behav-
ior as viewed in the Y-axis direction) is obtained by substi-
tuting “_y” for the suffixes “_x” in FIG. 6 and substituting
“~” for the marks “+” of the acceleration component (the
acceleration component generated by the centrifugal force)
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on the lower side in the drawing that is one of the inputs to
the adder marked with the reference sign C.

In the present embodiment, as described above, the algo-
rithm of processing of the first control processing unit 24 is
constructed based on a behavior model of the vehicle system
entirety gravity center (inverted pendulum model) that takes
the shift amount of the vehicle system entirety gravity center
from the references Ps_x, Ps_y and the centrifugal force into
consideration.

On the premise of the above, processing of the first
control processing unit 24 will be described more specifi-
cally. Also, in the description below, a set of a value of a
variable in relation with the behavior as viewed from the
Y-axis direction and a value of a variable in relation with the
behavior as viewed from the X-axis direction may be
expressed adding the suffix “_xy”.

Reference is made to FIG. 4. At each calculation process-
ing period of the control device 21, the first control pro-
cessing unit 24 executes processing of the operation com-
mand conversion unit 31 and processing of the gravity
center speed estimation unit 33 first.

The operation command conversion unit 31 determines a
basic speed command Vjs_xy that is a basic command value
of'the moving speed (translational speed) of the first moving
motion unit 3 according to an advancing/retreating com-
mand given by the joy stick 12 (an operation signal showing
the swing amount in the X-axis direction of the joy stick 12
and the direction of the swing thereof) or a transverse
moving command (an operation signal showing the swing
amount in the Y-axis direction of the joy stick 12 and the
direction of the swing thereof).

In this case, out of the basic speed command Vjs_xy, the
basic speed command Vjs_x in the X-axis direction is
determined according to the advancing/retreating command.
More specifically, when the swing amount of the joy stick 12
shown by the advancing/retreating command is a swing
amount toward the front, the basic speed command Vjs_x in
the X-axis direction is made the speed command for the
advancing direction of the vehicle 1, and, when the swing
amount of the joy stick 12 is a swing amount toward the rear,
the basic speed command Vjs_x in the X-axis direction is
made the speed command for the retreating direction of the
vehicle 1. Also, in this case, the magnitude of the basic speed
command Vjs_x in the X-axis direction is determined so as
to increase in the range of a predetermined upper limit value
or below as the swing amount of the joy stick 12 to the front
side or the rear side increases.

Further, a predetermined range where the swing amount
of the joy stick 12 to the front side or the rear side becomes
minute enough is made a dead zone, and it may be config-
ured that the basic speed command Vjs_x in the X-axis
direction is set to zero for the swing amount within the dead
zone.

Also, out of the basic speed command Vjs_xy, the basic
speed command Vjs_y in the Y-axis direction is determined
according to the transverse moving command. More spe-
cifically, when the swing amount of the joy stick 12 shown
by the transverse moving command is a swing amount
toward the right, the basic speed command Vjs_y in the
Y-axis direction is made the speed command toward the
right of the vehicle 1, and, when the swing amount of the joy
stick 12 is a swing amount toward the left side, the basic
speed command Vjs_y in the Y-axis direction is made the
speed command toward the left of the vehicle 1. In this case,
the magnitude of the basic speed command Vjs_y in the
Y-axis direction is determined so as to increase in the range
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of a predetermined upper limit value or below as the swing
amount of the joy stick 12 toward the right or toward the left
increases.

Further, with respect to the magnitude of the basic speed
command Vjs_y, a predetermined range where the swing
amount of the joy stick 12 toward the right or toward the left
becomes minute enough is made a dead zone, and it may be
configured that the basic speed command Vjs_y in the Y-axis
direction is set to zero for the swing amount within the dead
zone.

Also, when the joy stick 12 is operated in both of the
front/rear direction (X-axis direction) and the right/left
direction (Y-axis direction), the magnitude of the basic
speed command Vjs_y in the Y-axis direction may be
changed according to the swing amount of the joy stick 12
in the front/rear direction or the basic speed command Vjs_x
in the X-axis direction.

The gravity center speed estimation unit 33 calculates an
estimate value Vb_estml_xy of the speed of the vehicle
system entirety gravity center based on a geometric (kine-
matic) relation formula expressed by the expressions (1a),
(2a) in the inverted pendulum model.

More specifically, as shown in the block diagram of FIG.
4, the estimate value Vb_estml_xy of the speed of the
vehicle system entirety gravity center is calculated by add-
ing a value of the actual translational speed Vw1_act_xy of
the first moving motion unit 3 and a value obtained by
multiplying the actual temporal change rate wb_act_xy of
the inclination angle 6b_xy (inclination angular velocity) of
the occupant riding section 5 by the height h of the vehicle
system entirety gravity center.

That is, the estimate value Vb_estm1_x of the speed in the
X-axis direction and the estimate value Vb_estm1_y of the
speed in the Y-axis direction of the vehicle system entirety
gravity center are calculated respectively by expressions
(3a), (3b) below.

Vb_estml_x=Vwl_act x+h-wb_act x (3a)

Vb_estml_y=Vwl_act_y+h-wb_act_y (3b)

However, the temporal change rate of the shift amount
Ofst_xy of the position of the vehicle system entirety gravity
center from the position of the reference Ps_xy (hereinafter
referred to as a gravity center shift amount Ofst_xy) was
assumed to be small enough compared to Vb_estm1_xy and
negligible.

In this case, for the values of Vw1_act_x, Vwl_act_y in
the calculation above, in the present embodiment, target
values Vw1_cmd_x, Vwl_cmd_y (values of the last time) of
the moving speed of the first moving motion unit 3 deter-
mined by the attitude control calculation unit 34 at the last
calculation processing period are used.

However, it may be configured for example that each
rotational speed of the electric motors 8a, 8b is detected by
a rotational speed sensor such as a rotary encoder and the
like and newest values of Vw1 _act_x, Vw1 act_y estimated
from these estimate values (in other words, newest values of
the measured values of Vwl_act_x, Vwl_act_y) are used
for calculation of the expressions (3a), (3b).

Also, for the values of wb_act_x, wb_act_y, in the present
embodiment, newest values of the temporal change rate of
the measured value of the inclination angle 6b of the
occupant riding section 5 based on the detection signal of the
inclination sensor 22 (in other words, newest values of the
measured values of wb_act_x, wb_act_y) are used.

The first control processing unit 24 determines a gravity
center shift amount estimate value Ofst_estm_xy that is the
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estimate value of the gravity center shift amount Ofst_xy by
executing processing of the operation command conversion
unit 31 and the gravity center speed estimation unit 33 as
described above and thereafter executing processing of a
gravity center shift estimation unit 354 shown in FIG. 4.

Processing of this gravity center shift estimation unit 354
is processing shown by the block diagram of FIG. 7. Also,
FIG. 7 typically shows the determining process of the
gravity center shift amount estimate value Ofst_estm_x in
the X-axis direction out of the gravity center shift amount
estimate value Ofst_estm_xy. The estimate value of the
right/left direction entirety gravity center shift amount can
be calculated one by one by calculation shown in the block
diagram of FIG. 7, for example. In the description below, the
first estimate values Vb_estm1_x and Vb_estm1_y means
the estimate values Vb_x and Vb_estm1_y of the speed of
the vehicle system entirety gravity center calculated by the
gravity center speed estimation unit 33, respectively.

More specifically, by multiplying deviations of the mov-
ing speed in the right/left direction of the gravity center of
the entirety of the vehicle and the occupant (may be here-
inafter referred to as the vehicle system entirety gravity
center) from the first estimate value Vb_estm1_y and the
second estimate value Vb_estm?2_y by a gain of a predeter-
mined value determined beforehand, the estimate value of
the right/left direction entirety gravity center shift amount
can be determined one by one so as to converge to the actual
value.

Here, the first estimate value Vb_estm1_y is an estimate
value of the moving speed in the right/left direction of the
vehicle system entirety gravity center kinematically calcu-
lated by an expression (A) below, and the second estimate
value Vb_estm2_y is an estimate value of the moving speed
calculated by integrating the movement acceleration
Dvb_estm?2_y in the right/left direction of the vehicle system
entirety gravity center dynamically calculated by expression
(B) below.

Vb_estml_y=Vwl_act_y+h-wb_act_y (A)

Dvb_estm_y=0b_act_y-(h—-r_y)+Ofst_estm_y(k-1))-

(g/h)-Vb_estml _x-oz_act (B)

In the expressions above;
Vwl_act_y: the observed value of the moving speed in the
right/left direction of the first moving motion unit
h: the value determined beforehand as the height of the
vehicle system entirety gravity center from the floor surface
wb_act_y: the observed value of the angular velocity of
tilting of the occupant riding section in the direction around
the axis in the front/rear direction
Ob_act_y: the observed value of the inclination angle in the
direction around the axis in the front/rear direction (the
inclination angle with respect to the vertical direction, (e.g:
an imaginary line that extends orthogonally with respect to
the floor surface)) of the occupant riding section r: the height
of the center of tilting of the occupant riding section in the
direction around the axis in the front/rear direction from the
floor surface
Ofst_estm_y(k-1): the newest value out of the estimated
values of the right/left direction entirety gravity center shift
amount having been calculated already
g: gravity acceleration constant
Vb_estm1_x: the estimate value of the moving speed in the
right/left direction of the vehicle system entirety gravity
center calculated by expression (C) below

Vb_estml_x=Vwl_act x+h-wb_act x

©
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Vwl_act_x: the observed value of the moving speed in
the front/rear direction of the first moving motion unit
wb_act_x: the observed value of the angular velocity of
tilting of the occupant riding section in the direction around
the axis in the right/left direction
wz_act: the angular velocity of the vehicle in the direction
around the yaw axis

The “observed value” in relation with an optional quantity
of state such as the moving speed and the like means a
detection value of the quantity of state detected by an
appropriate sensor, or an estimate value estimated based on
the correlation from a detection value of other one or more
quantity of state having a constant correlation with the
quantity of state.

Processing of FIG. 7 will be described specifically. The
gravity center shift estimation unit 35a calculates the esti-
mate value DVb_estm_x of the translational acceleration in
the X-axis direction of the vehicle system entirety gravity
center by executing calculation processing of the right side
of the expression (1b) by a calculation unit 3541 using the
measured value (newest value) of the actual inclination
angle 0b_act_x of the occupant riding section 5 in the
direction around Y-axis obtained from the detection signal of
the inclination sensor 22, the measured value (newest value)
of the actual Yaw rate wz_act of the vehicle 1 obtained from
the detection signal of the yaw rate sensor 23, the first
estimate value Vb_estm1_y (newest value) of the speed of
the vehicle system entirety gravity center in the Y-axis
direction calculated by the gravity center speed estimation
unit 33, and the gravity center shift amount estimate value
Ofst_estm_x (the value of the last time) in the X-axis
direction determined at the calculation processing period of
the last time.

Also the gravity center shift estimation unit 354 calculates
the second estimate value Vb_estm2_x of the speed of the
vehicle system entirety gravity center in the X axis direction
by executing processing of integrating the estimate value
DVb_estm_x of the translational acceleration in the X-axis
direction of the vehicle system entirety gravity center by a
calculation unit 3542.

Next, the gravity center shift estimation unit 35a executes
processing of calculating the deviation of the second esti-
mate value Vb_estm2_x (newest value) of the speed of the
vehicle system entirety gravity center in the X-axis direction
and the first estimate value Vb_estm1_x (the newest value)
by a calculation unit 3543.

Further, the gravity center shift estimation unit 354 deter-
mines the newest value of the gravity center shift amount
estimate value Ofst_estm_x in the X-axis direction by
executing processing of multiplying this deviation by a
predetermined gain (-Kp) by a calculation unit 35q4.

Determining processing of the gravity center shift amount
estimate value Ofst_estm_y in the Y-axis direction is also
executed similarly to the above. More specifically, the block
diagram that shows this determining processing is obtained
by replacing the suffixes “_x” and “_y” in FIG. 7 with each
other and substituting “~” for the marks “+” of the accel-
eration component (the acceleration component generated
by the centrifugal force) on the right side in the drawing that
is one of the inputs to an adder 3545.

By such processing of the gravity center shift estimation
unit 35q, Ofst_estm_xy can be determined so as to converge
to an actual value by determining the gravity center shift
amount estimate value Ofst_estm_xy while updating it one
by one.
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Next, the first control processing unit 24 calculates the
gravity center shift effect amount Vofs_xy by executing
processing of a gravity center shift effect amount calculation
unit 3556 shown in FIG. 4.

The gravity center shift effect amount Vofs_xy expresses
the shift of the actual gravity center speed with respect to the
target speed of the vehicle system entirety gravity center
when feedback-control is executed in the attitude control
calculation unit 34 described below without taking that the
position of the vehicle system entirety gravity center shifts
from the position of the reference Ps_xy in the inverted
pendulum model into consideration.

More specifically, this gravity center shift effect amount
calculation unit 355 calculates the gravity center shift effect
amount Vofs_xy by multiplying each component of the
newly determined gravity center shift amount estimate value
Ofst_estm_xy by a value of (Kth_xy/(h-r_xy))/Kvb_xy.

Also, Kth_xy is a gain value for determining a manipu-
lated variable component that functions so as to bring the
inclination angle of the occupant riding section 5 close to
zero (target inclination angle) in processing of the attitude
control calculation unit 34 described below. Further,
Kvb_xy is a gain value for determining a manipulated
variable component that functions so as to bring the devia-
tion of the target speed Vb_cmd_xy of the vehicle system
entirety gravity center and Vb_estm1_xy in the first estimate
value of the speed of the vehicle system entirety gravity
center close to zero in processing of the attitude control
calculation unit 34 described below.

Next, the first control processing unit 24 calculates a
post-restriction gravity center target speed Vb_cmd_xy
based on the basic speed command Vjs_xy determined by
the operation command conversion unit 31 and the gravity
center shift effect amount Vofs_xy determined by the gravity
center shift effect amount calculation unit 355 by executing
processing of the gravity center target speed determination
unit 32 shown in FIG. 4.

First, the gravity center target speed determination unit 32
executes processing of a processing unit 32¢ shown in FIG.
4. This processing unit 32¢ determines a target gravity center
speed adding amount Vb_cmd_by_ofs_xy as a component
according to the shift of the gravity center out of the target
value of the speed of the vehicle system entirety gravity
center by executing dead zone processing and limiting
processing in relation with the value of the gravity center
shift effect amount Vofs_xy.

More specifically, in the present embodiment, when the
magnitude of the gravity center shift effect amount Vofs_xy
in the X-axis direction is a value within the dead zone that
is a predetermined range in the vicinity of zero (a value
comparatively near to zero), the gravity center target speed
determination unit 32 makes the target gravity center speed
adding amount Vb_cmd_by_ofs_xy in the X-axis direction
Zero.

Also, when the magnitude of the gravity center shift effect
amount Vofs_x in the X-axis direction is a value deviated
from the dead zone, the gravity center target speed deter-
mination unit 32 determines the target gravity center speed
adding amount Vb_cmd_by_ofs_x in the X-axis direction to
be of a polarity same as that of Vofs_x and so that the
magnitude thereof increases as the magnitude of Vofs_x
increases. However, the value of the target gravity center
speed adding amount Vb_cmd_by_ofs_x is restricted to the
range between predetermined upper limit value (>0) and
lower limit value (=<0).
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The determining process of the target gravity center speed
adding amount Vb_cmd_by_ofs_y in the Y-axis direction is
also similar to the above.

Next, the gravity center target speed determination unit 32
executes processing for determining the target speed V1_xy
that is obtained by adding each component of the target
gravity center speed adding amount Vb_cmd_by_ofs_xy to
each component of the basic speed command Vjs_xy which
is determined by the operation command conversion unit 31
by a processing unit 324 shown in FIG. 4. That is, V1_xy (a
set of V1_x and V1_y) is determined by processing of
V1_x=Vjs_x+Vb_cmd_by_ofs_x, V1_y=Vjs_y+Vb_
cmd_by_ofs_y.

Further, the gravity center target speed determination unit
32 executes processing of a processing unit 32e. This
processing unit 32¢ executes limiting processing for deter-
mining the post-restriction gravity center target speed Vb_c-
md_xy (a set of Vb_cmd_x and Vb_cmd_y) as the target
speed of the vehicle system entirety gravity center obtained
by restricting combination of the target speed V1_x and
V1_y in order that each rotational speed of the electric motor
8a, 8b as the actuator device 8 of the first moving motion
unit 3 does not deviate from a predetermined allowable
range.

In this case, when a set of the target speeds V1_x and
V1_y obtained by the processing unit 32d exists within a
predetermined region on a coordination system with the
value of the target speed V1_x on the axis of ordinates and
with the value of the target speed V1_y on the axis of
abscissas (the region of the octagonal shape for example),
the target speed V1_xy is determined as the post-restriction
gravity center target speed Vb_cmd_xy as it is.

Also when a set of the target speeds V1_x and V1_y
obtained by the processing unit 32d deviates from the
predetermined region on the coordination system, one
restricted to a set on the boundary of the predetermined
region is determined as the post-restriction gravity center
target speed Vb_cmd_xy.

As described above, because the gravity center target
speed Vb_cmd_xy is determined based on the basic speed
command Vjs_xy and the gravity center shift effect amount
Vofs_xy (or the gravity center shift amount), the occupant
can steer the vehicle 1 by operation of the controller (opera-
tion of the joy stick 12) and by change of the attitude of the
body of the occupant (movement of the body weight).

After executing processing of the gravity center target
speed determination unit 32 as described above, next, the
first control processing unit 24 executes processing of the
attitude control calculation unit 34. The attitude control
calculation unit 34 determines the first target speed
Vwl_cmd_xy that is the target value of the moving speed
(translational speed) of the first moving motion unit 3 by
processing shown in the block diagram of FIG. 4.

More specifically, first, the attitude control calculation
unit 34 determines the target speed after gravity center shift
compensation Vb_cmpn_cmd_xy (newest value) by execut-
ing processing of reducing each component of the gravity
center shift effect amount Vofs_xy_by a calculation unit 345
from each component of the post-restriction gravity center
target speed Vb_cmd_xy.

Next, the attitude control calculation unit 34 calculates the
target translational acceleration DVw1_cmd_x in the X-axis
direction and the target translational acceleration
DVwl_cmd_y in the Y-axis direction out of the target
translational acceleration DVw1_cmd_xy that is the target
value of the translational acceleration of the grounding point
of the first moving motion unit 3 by processing of the
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calculation unit 345 and the calculation units excluding an
integration calculation unit 34a that executes integration
calculation by calculation of expressions (4a), (4b) below,
respectively.

DVwl_cmd_x=Kvb_x-(Vb_cmpn_cmd_x—

Vb_estml_x)-Kth_x-0b_act x-Kw_x-wb_act_x (4a)
DVwl_cmd_y=Kvb_y-(Vb_cmpn_cmd_y-
Vb_estml_y)-Kth_y-0b_act_ y—-Kw_y-wb_act_y (4b)

Kvb_xy, Kth_xy, Kw_xy in the expressions (4a), (4b) are
predetermined gain values that are set beforehand.

Also, the first term of the right side of the expression (4a)
is a feedback manipulated variable component according to
the deviation of the target speed after gravity center shift
compensation Vb_cmpn_cmd_x (newest value) in the
X-axis direction of the vehicle system entirety gravity center
and the first estimate value Vb_estm1_x (newest value), the
second term is a feedback manipulated variable component
according to the measured value (newest value) of the actual
inclination angle 8b_act_x in the direction around Y-axis of
the occupant riding section 5, and the third term is a
feedback manipulated variable component according to the
measured value (newest value) of the actual inclination
angular velocity wb_act_x in the direction around Y-axis of
the occupant riding section 5. Further, the target translational
acceleration DVw1_cmd_x in the X-axis direction is calcu-
lated as a combined manipulated variable of these feedback
manipulated variable components.

Similarly, the first term of the right side of the expression
(4b) is a feedback manipulated variable component accord-
ing to the deviation of the target speed after gravity center
shift compensation Vb_cmpn_cmd_y (newest value) in the
Y-axis direction of the vehicle system entirety gravity center
and the first estimate value Vb_estm1_y (newest value), the
second term is a feedback manipulated variable component
according to the measured value (newest value) of the actual
inclination angle 6b_act_y in the direction around X-axis of
the occupant riding section 5, and the third term is a
feedback manipulated variable component according to the
measured value (newest value) of the actual inclination
angular velocity mb_act_y in the direction around X-axis of
the occupant riding section 5. Further, the target translational
acceleration DVw1_cmd_y in the Y-axis direction is calcu-
lated as a combined manipulated variable of these feedback
manipulated variable components.

Next, the attitude control calculation unit 34 determines
the first target speed Vw1_cmd_xy (newest value) of the first
moving motion unit 3 by integrating each component of the
target translational acceleration DVw1_cmd_xy by the inte-
gration calculation unit 34a.

Also, the first control processing unit 24 controls the
electric motors 8a, 85 as the actuator device 8 of the first
moving motion unit 3 according to the first target speed
Vwl_cmd_xy determined as described above. More specifi-
cally, the first control processing unit 24 determines the
current command value of the each electric motor 8a, 86 by
feedback control processing so that actual rotational speed
(measured value) follows up the target value of the rotational
speed of the each electric motor 8a, 86 decided by the first
target speed Vw1_cmd_xy, and executes energization of the
each electric motor 8a, 86 according to this current com-
mand value.

By processing described above, in a state where the
post-restriction gravity center target speed Vb_cmd_xy is a
constant value, motion of the vehicle 1 is settled, and the
vehicle 1 is moving straight at a constant speed, the vehicle
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system entirety gravity center exists just above the ground-
ing point of the first moving motion unit 3. In this state, the
actual inclination angle 6b_act_xy of the occupant riding
section 5 becomes —-Ofst_xy/(h-r_xy) based on the expres-
sions (1b, (2b). Also, the actual inclination angular velocity
wb_act_xy of the occupant riding section 5 becomes zero,
and the target translational acceleration DVwl_cmd_xy
becomes zero. From this fact and the block diagram of FIG.
4, agreement of Vb_estm1_xy and Vb_cmd_xy is derived.

That is, the first target speed Vwl_cmd_xy of the first
moving motion unit 3 is basically determined so that the
deviation of the post-restriction gravity center target speed
Vb_cmd_xy and the first estimate value Vb_estm1_xy of the
vehicle system entirety gravity center converges to zero.

Also, each rotational speed of the electric motor 8a, 86 as
the actuator device 8 of the first moving motion unit 3 is
controlled so as not to deviate from a predetermined allow-
able range by processing of the processing unit 32¢ while
compensating the effect of the event that the position of the
vehicle system entirety gravity center shifts from the posi-
tion of the reference Ps_xy in the inverted pendulum model.

In addition, because Vb_cmpn_cmd_x=Vb_cmd_x-
Vofs_x=Vb_cmd_x—(Kth_x/h-r_x)-(1/Kvb_x)-Ofst_estm_x
and  Vb_cmpn_cmd_y=Vb_cmd_y-Vofs_y=Vb_cmd_y-
(Kth_y/h-r_y)-(1/Kvb_y)-Ofst_estm_y in the expressions
(4a), (4b), the expressions (4a), (4b) can be rewritten to
expressions (4a)', (4b)' below, respectively.

DVwl_cmd_x=Kvb_x-(Vb_cmd_x-Vb_estml_x)—
Kth_x-(Ofst_estm_x/(h-r_x)+0b_act_x)-

Kw_x-0b_act_x (4a)'
DVwl_cmd_y=Kvb_y(Vb_cmd_y-Vb_estml_y)-

Kth_y-(Ofst_estm_y/(h-r_y)+0b_act_y)-

Kw_y-wb_act_y (4b)’

In this case, the second term of the right side of the
expressions (4a)', (4b)' has the meaning as the feedback
manipulated variable component for bringing the actual
position of the vehicle system entirety gravity center in the
X-axis direction and the Y-axis direction to the position just
above the grounding part of the first moving motion unit 3.

Above is the detail of processing of the first control
processing unit 24 in the present embodiment.

Next, processing of the second control processing unit 25
will be described referring to FIG. 8. Roughly speaking on
processing thereof, the second control processing unit 25
determines presence/absence of the request for turning the
vehicle 1 (hereinafter referred to as a turning request) or the
degree of the turning request based on the actual motion
state in the Y-axis direction (the right/left direction of the
occupant) of the representative point of the vehicle 1 such as
the vehicle system entirety gravity center or the first moving
motion unit 3 or the motion state of the target, or the action
state of the occupant in relation with the motion states.

In the present embodiment, as an indicator for determin-
ing presence/absence of the turning request or the degree of
the turning request, the estimate value Vb_estml1_y of the
moving speed in the Y-axis direction of the vehicle system
entirety gravity center calculated by the gravity center speed
estimation unit 33 is used. Also, because Vb_estm1_y agrees
to the moving speed in the Y-axis direction of the reference
Ps_y, it has the meaning as the observed value of the moving
speed in the Y-axis direction of the representative point fixed
with respect to the occupant riding section 5 (or the base 2).

Further, when it is determined that there is a turning
request, in order to make the vehicle 1 turn, the second
control processing unit 25 determines the second target
speed Vw2_cmd_y in the Y-axis direction of the second

40

45

22

moving motion unit 4 so as to be different from the first
target speed Vwl_cmd_y in the Y-axis direction of the first
moving motion unit 3.

Such processing of the second control processing unit 25
is executed specifically as described below. That is, with
reference to FIG. 8, first, the second control processing unit
25 executes processing of a processing unit 41. To the
processing unit 41, the estimate value Vb_estm1_y (newest
value) of the moving speed in the Y-axis direction of the
vehicle system entirety gravity center calculated by the
gravity center speed estimation unit 33 is inputted. Also, the
processing unit 41 determines the speed after dead zone
processing Vwla_y according to Vb_estm1_y.

Here, when the occupant of the vehicle 1 intends to turn
the vehicle 1 to the right or left, the occupant normally tries
to shift the gravity center of himself or herself to the right or
left of the vehicle 1 by tilting the upper body of the occupant
himself or herself to the right or left. At this time, the first
target speed Vwl_cmd_y in the right/left direction of the
first moving motion unit 3 determined by control processing
of the first control processing unit 24 basically becomes the
moving speed to the right or to the left.

However, even when the occupant does not intend to turn
the vehicle 1, the gravity center of the occupant himself or
herself may possibly shifts to the right or left to some extent
by drift of the upper body of the occupant.

Therefore, by the characteristic of the graph shown in
FIG. 8, the processing unit 41 determines the speed after
dead zone processing Vwla_y according to Vb_estml_y.
More specifically, when the absolute value of Vb_estml1_y
is comparatively small and Vb_estm]1_y is a value within a
predetermined range Aa with zero taken in the center (when
the absolute value of Vb_estm1_y is equal to or less than a
predetermined value determined beforehand), the process-
ing unit 41 deems that there is no turning request, and makes
Vwla_y zero.

Also, when the absolute value of Vb_estml_y is com-
paratively large and Vb_estml_y is a value out of the
predetermined range Aa (when the absolute value of
Vb_estml_y is larger than the predetermined value deter-
mined beforehand), the processing unit 41 deems that there
is a turning request, and sets Vwla_y to a value that is not
Zero.

More specifically, the processing unit 41 determines
Vwla_y according to Vb_estm1_y so that the absolute value
of Vwla_y increases accompanying increase of the absolute
value of Vb_estm1_y in the range of a predetermined upper
limit value or less. In this case, the polarity (direction) of
Vwla_y is made same as that of Vb_estm1_y. As described
below, in order to set the center of turning to a preferable
position, the increase ratio of the absolute value of Vwla,
with respect to increase of the absolute value of Vb_estm1_y
is preferable to be 1. That is, in a region excluding the dead
zone and the saturate region in the graph of FIG. 8, the
inclination is preferable to be 1.

Also, in FIG. 8, the reference signs in parentheses on the
input side of the processing unit 41 relate to the modifica-
tions described below.

Next, the second control processing unit 25 executes
processing of a processing unit 42. This processing unit 42
determines the target turning angular velocity wz_cmd_gc
that is the target value of the turning angular velocity (the
angular velocity in the direction around the yaw axis) of the
vehicle 1 by dividing Vwla_y by distance L3 in the X-axis
direction between the grounding part of the first moving
motion unit 3 and the center of turning. In this case, the
processing unit 42 sets the distance L3 according to the
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estimate value Vb_estm1_x (newest value) of the actual
moving speed in the X-axis direction of the vehicle system
entirety gravity center as the representative point of the
vehicle 1.

Also, more specifically, the center of turning means the
center of rotation in the direction around the yaw axis of the
entirety of the vehicle 1 as viewed on the coordinate system
that translationally moves on the floor surface integrally
with the first moving motion unit 3.

In the present embodiment, turning of the vehicle 1 is
executed in the direction around the yaw axis with a point on
the floor surface on the rear side of the grounding part of the
first moving motion unit 3 (the rear side of the occupant
riding on the occupant riding section 5) being the center of
turning. Also, when Vb_estm1_x is zero, the distance L3 in
the X-axis direction between the center of turning and the
grounding part of the first moving motion unit 3 is set so that
the center of turning comes to a position in the vicinity of the
grounding part of the second moving motion unit 4. For
example, [.3 is set so as to agree or generally agree to the
distance between the grounding part of the first moving
motion unit 3 and the grounding part of the second moving
motion unit 4.

Also, when Vb_estm1_x is positive which is the case of
moving forward, L3 is set so that the center of turning
approaches the grounding part side of the first moving
motion unit 3 from the grounding part side of the second
moving motion unit 4 (so that the position in the X-axis
direction of the center of turning approaches the position just
below the occupant riding on the occupant riding section 5
(the position where the occupant is projected to the floor
surface)) as the magnitude (absolute value) of Vb_estm1_x
increases. That is, L3 is set so as to reduce as the magnitude
(absolute value) of Vb_estm1_x increases. However, L3 is
restricted to a distance of a predetermined lower limit value
(>0) or more.

When Vb_estml_x is negative which is the case of
moving rearward, 1.3 is preferable to be set to be the same
as a value of a case where Vb_estm1_x is zero, or to increase
as the magnitude (absolute value) of Vb_estm1_x increases.

The processing unit 42 determines the target turning
angular velocity wz_cmd_gc by dividing Vwla_y by the
distance L3 that is determined thus according to
Vb_estm1_x. Also, wz_cmd_gc is the angular velocity of the
left turn (counterclockwise) when Vwla_y is the leftward
velocity, and is the angular velocity of the right turn (clock-
wise) when Vwla_y is the rightward velocity.

Next, the second control processing unit 25 executes
processing of a processing unit 43. The processing unit 43
calculates the relative moving speed AVw2_cmd_y in the
Y-axis direction of the second moving motion unit 4 with
respect to the first moving motion unit 3 in a case where the
vehicle 1 turns at the target turning angular velocity
wz_cmd_gc by multiplying the target turning angular veloc-
ity wz_cmd_gc determined by the processing unit 42 by a
value (=-L) of (-1) times of a predetermined distance
between the grounding part of the first moving motion unit
3 and the grounding part of the second moving motion unit
4.

In a case of to wz_cmd_gc=0 (in a case where there is no
turning request), the relative moving speed AVw2_cmd_y in
the Y-axis direction of the second moving motion unit 4 thus
determined becomes zero. Also, AVw2_cmd_y is the right-
ward velocity when wz_cmd_gc is the turning angular
velocity of the left turn, and is the leftward velocity when
wz_cmd_gc is the turning angular velocity of the right turn.
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Therefore, AVw2_cmd_y of a case where there is a turning
request is the velocity of the direction opposite to that of
Vwla_y or Vb_estml _y.

Next, the second control processing unit 25 executes
processing of a processing unit 44. This processing unit 44
determines the basic value Vw2_cmda_y (newest value) of
the second target speed Vw2_cmd_y in the Y-axis direction
of the second moving motion unit 4 by adding the relative
moving speed AVw2_cmd_y in the Y-axis direction of the
second moving motion unit 4 to the first target speed
Vwl_cmd_y (newest value) in the Y-axis direction of the
first moving motion unit 3 determined by the first control
processing unit 24.

Next, the second control processing unit 25 executes
processing of a processing unit 45. This processing unit 45
determines the second target speed Vw2_cmd_y in the
Y-axis direction of the second moving motion unit 4 by
executing slip preventing processing for preventing slip of
the second moving motion unit 4.

In this case, when slip of the second moving motion unit
4 is anticipated to be liable to occur, for example, in the case
where the absolute value of the basic value Vw2_cmda_y is
excessively large, the processing unit 45 sets the second
target speed Vw2_cmd_y in the Y-axis direction of the
second moving motion unit 4 to a speed that is corrected
from the basic value Vw2_cmda_y. Also, when slip of the
second moving motion unit 4 is not anticipated to occur, the
processing unit 45 determines the basic value Vw2_cmda_y
as it is as the second target speed Vw2_cmd_y in the Y-axis
direction of the second moving motion unit 4.

Further, when the friction force between the second
moving motion unit 4 and the floor surface can be secured
sufficiently, for example, in the case where the second
moving motion unit 4 is pressed to the floor surface by a
spring and the like, processing of the processing unit 45 may
be omitted.

Also, the second control processing unit 25 controls the
electric motor 17 as the actuator device of the second
moving motion unit 4 according to the second target speed
Vw2_cmd_y determined as described above. More specifi-
cally, the second control processing unit 25 determines the
current command value of the electric motor 17 by feedback
control processing so that the actual rotational speed (mea-
sured value) follows up the target value of the rotational
speed of the electric motor 17 decided by the second target
speed Vw2_cmd_y, and executes energization of the electric
motor 17 according to this current command value.

Control processing of the second control processing unit
25 is executed as described above. Thus, the second target
speed Vw2 cmd_y in the Y-axis direction of the second
moving motion unit 4 is determined basically to a speed
obtained by adding the relative moving speed AVw2_cmd_y
to the first target speed Vwl_cmd_y (newest value) in the
Y-axis direction of the first moving motion unit 3.

In this case, under the situation that the absolute value of
the estimate value Vb_estm1_y of the moving speed in the
Y-axis direction of the vehicle system entirety gravity center
is small enough and it is determined that there is no turning
request, AVw2_cmd_y=0 is resulted, and therefore the sec-
ond target speed Vw2_cmd_y in the Y-axis direction of the
second moving motion unit 4 is basically determined so as
to agree to the first target speed Vwl_cmd_y in the Y-axis
direction of the first moving motion unit 3.

On the other hand, under the situation that the absolute
value of the estimate value Vb_estm1_y of the moving speed
in the Y-axis direction of the vehicle system entirety gravity
center is comparatively large and it is determined that there
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is a turning request, AVw2_cmd_y is determined to a
velocity with the direction opposite to that of Vb_estm1 _y.
Therefore, the second target speed Vw2_cmd_y in the Y-axis
direction of the second moving motion unit 4 is basically
determined to a velocity with the direction same as that of
the first target speed Vwl_cmd_y in the Y-axis direction of
the first moving motion unit 3 and with a magnitude smaller
than that of Vw1_cmd_y (a velocity of zero or near to zero),
or is determined to a velocity with the direction opposite to
that of the first target speed Vwl_cmd_y in the Y-axis
direction of the first moving motion unit 3.

(Selection Processing of Control Mode of Vehicle)

Selection processing of the control mode of the vehicle 1
executed by the control device 21 will be described using
FIG. 10.

First, with a trigger that the vehicle 1 is started such as
switching of a power source switch from OFF to ON,
whether the control mode flag f is undecided or not is
determined (FIG. 10/STEP 02). At every start of the vehicle
1, the control mode flag f is undecided.

When the control mode flag f is determined to be unde-
cided (FIG. 10/STEP 02 . . . YES), whether or not the actual
inclination angle 6b_act_x to +X direction of the occupant
riding section 5 is equal to or larger than the first designated
angle 0b_x1 is determined (FIG. 10/STEP 04). The first
designated angle 6b_x1 is set to an appropriate value such
as 20° from the viewpoint of confirmation of intension for
control mode selection by the user.

When the actual inclination angle 8b_act_x to +X direc-
tion of the occupant riding section 5 is determined to be
equal to or larger than the first designated angle 6b_x1 (FIG.
10/STEP 04 . . . YES), the control mode flag f is set to
“expert” (FIG. 10/STEP 06). Also, processing of the deter-
mination processing whether the control mode flag f is
undecided or not (refer to FIG. 10/STEP 02) and onward is
executed.

On the other hand, when the determination result is
negative (FIG. 10/STEP 04 . . . NO), whether or not the
magnitude of the actual inclination angle 6b_act_x to -X
direction of the occupant riding section 5 is equal to or larger
than the second designated angle 8b_x2 is determined (FIG.
10/STEP 08). The second designated angle 8b_x2 is also set
to an appropriate value such as 20° and the like from the
viewpoint similar to that of the first designated angle 6b_x1.
The first designated angle 6b_x1 and the second designated
angle 6b_x2 may be the same or different with each other.

When the magnitude of the actual inclination angle
0b_act_x to —X direction of the occupant riding section 5 is
determined to be equal to or larger than the second desig-
nated angle 6b_x2 (FIG. 10/STEP 08 . . . YES), the control
mode flag f is set to “beginner” (FIG. 10/STEP 10). Also,
processing of the determination processing whether the
control mode flag f is undecided or not (refer to FIG.
10/STEP 02) and onward is executed.

When the control mode flag f is determined to have been
set (FIG. 10/STEP 02 . . . NO), whether the control mode
flag fis “expert” or “beginner” is determined (FIG. 10/STEP
14).

When the control mode flag f'is determined to be “expert”
(FIG. 10/STEP 14 . . . 1), whether or not an absolute value
10b_act_x| of the actual inclination angle 6b_act_x to the X
direction of the occupant riding section 5 exceeds a refer-
ence value € is determined (FIG. 10/STEP 16). The refer-
ence value € is set to an appropriate value such as 5° from
the viewpoint of confirming that the inclination state of the
occupant riding section 5 has been restored to the initial state
of 6b_act_x=0 (or a state near to it).
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When the absolute value |6b_act_x| of the actual incli-
nation angle 0b_act_x to the X direction of the occupant
riding section 5 is determined to exceed the reference value
€ (FIG.10/STEP16 . .. YES), a command signal for making
the red color LED forming the indicator 200 flicker is
outputted (FIG. 10/STEP 18). Thus, in the period after the
occupant riding section 5 is tilted forward by the first
designated angle 6b_x1 or more until the inclination state is
restored to the initial state, the red color LED 202 becomes
the flickering state. Also, processing of the determination
processing whether the control mode flag f is undecided or
not (refer to FIG. 10/STEP 02) and onward is executed.

On the other hand, when the absolute value 16b_act_x| of
the actual inclination angle 8b_act_x to the X direction of
the occupant riding section 5 is determined to be the
reference value € or less (FIG. 10/STEP 16 . . . NO), a
command signal for lighting the red color LED 202 forming
the indicator 200 is outputted (FIG. 10/STEP 20), and
selection processing of the control mode finishes.

Thus, when the tilting state is restored to the initial state
after the occupant riding section 5 is tilted forward by the
first designated angle 6b_x1 or more, the red color LED 202
becomes the lit state. Also, the motion of the electric motors
8a and 86 of the vehicle 1 is controlled according to “expert
mode”. That is, in addition to the event that the occupant
riding section 5 is tilted to +X direction (forward direction)
as the first designated direction by the first designated angle
6b_x1 or more, the event that the tilting state of the occupant
riding section 5 is returned to the initial state thereafter is
made a designated condition for selecting the expert mode.

When the control mode flag f is determined to be “begin-
ner” (FIG. 10/STEP 14 . . . 2), whether or not the absolute
value 18b_act_x| of the actual inclination angle 6b_act_x to
the X direction of the occupant riding section 5 exceeds the
reference value € is determined (FIG. 10/STEP 22).

When the absolute value |6b_act_x| of the actual incli-
nation angle 0b_act_x to the X direction of the occupant
riding section 5 is determined to exceed the reference value
(FIG. 10/STEP 22 . . . YES), a command signal for making
the green color LED forming the indicator 200 flicker is
outputted (FIG. 10/STEP 24). Thus, in the period after the
occupant riding section 5 is tilted rearward by the second
designated angle 6b_x2 or more until the inclination state is
restored to the initial state, the green color LED 204
becomes the flickering state. Also, processing of the deter-
mination processing whether the control mode flag f is
undecided or not (refer to FIG. 10/STEP 02) and onward is
executed.

On the other hand, when the absolute value 16b_act_x| of
the actual inclination angle 8b_act_x to the X direction of
the occupant riding section 5 is determined to be the
reference value € or less (FIG. 10/STEP BP 22 .. . NO), a
command signal for lighting the green color LED 204
forming the indicator 200 is outputted (FIG. 10/STEP 26),
and selection processing of the control mode finishes.

Thus, when the tilting state is restored to the initial state
after the occupant riding section 5 is tilted rearward by the
second designated angle 6b_x2 or more, the green color
LED 204 becomes the lit state. Also, the motion of the
electric motors 8a and 8b of the vehicle 1 is controlled
according to “beginner mode”. That is, in addition to the
event that the occupant riding section 5 is tilted to the —-X
direction (rearward direction) as the second designated
direction (a designated direction different from the first
designated direction) by the second designated angle 6b_x2
or more, the event that the tilting state of the occupant riding
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section 5 is returned to the initial state thereafter is made a
designated condition for selecting the beginner mode.

Only the event that the occupant riding section 5 is tilted
to +X direction (forward direction) as the first designated
direction by the first designated angle 6b_x1 or more may be
made a designated condition for selecting the expert mode
(refer to FIG. 10/STEP 04 . . . YES). Similarly, only the
event that the occupant riding section 5 is tilted to -X
direction (rearward direction) as the second designated
direction by the second designated angle 6b_x2 or more may
be made a designated condition for selecting the beginner
mode (refer to FIG. 10/STEP 08 . . . YES).

The expert mode is such a control mode that the sensi-
tivity with respect to the steering operation of the vehicle 1
by the user becomes higher than that in the beginner mode.
More specifically, the adjustment factor of the steering
sensitivity is differentiated according to the difference in the
control mode.

As the adjustment factor of the steering sensitivity of the
vehicle 1, the value of the gain coefficient used in the attitude
control calculation unit 34 forming the first control process-
ing unit 24 and the limiter characteristic of the processing
unit 32¢ forming the gravity center target speed determina-
tion unit 32 (refer to FIG. 4 for the above) as well as the
limiter characteristic of the processing unit 41 forming the
second control processing unit 25 (refer to FIG. 8 for the
above) can be cited.

The degree of differentiation of the adjustment factor
among the control modes is properly set for every adjust-
ment factor from the viewpoint of the steering feeling and
the like of the vehicle 1 for the user. The magnitude of the
degree of differentiation may be set according to the mag-
nitude of the maximum absolute value of the tilting angle
0b_x in the X direction of the occupant riding section 5. For
example, the expert mode with higher steering sensitivity of
the vehicle 1 may be selected as the control mode as the
tilting angle 6b_x to the forward direction of the occupant
riding section 5 (the excess portion from the first designated
angle 6b_x1) is larger. Alternatively or additionally, the
beginner mode with lower steering sensitivity of the vehicle
1 may be selected as the control mode as the tilting angle
0b_x to the rearward direction of the occupant riding section
5 (the excess portion from the second designated angle
0b_x2) is larger.

(Action Effect)

In the vehicle 1 of the present embodiment described
above, translational movement of the vehicle 1 in the X-axis
direction can be executed according to tilting in the front/
rear direction (the X-axis direction) of the occupant riding
section 5 (or the base 2) accompanying movement of the
body of the occupant riding on the occupant riding section
5, or according to the advancing/retreating command out-
putted according to the swing operation in the front/rear
direction of the joy stick 12.

Also, under such situation that movement in the right/left
direction of the gravity center of the occupant himself or
herself riding on the occupant riding section 5 (relative
movement with respect to the occupant riding section 5) is
comparatively small and the estimate value Vb_estm1_y of
the moving speed in the Y-axis direction of the vehicle
system entirety gravity center falls within a predetermined
range Aa in the vicinity of zero, translational movement of
the vehicle 1 the Y-axis direction can be executed according
to minute tilting in the right/left direction (the Y-axis direc-
tion) of the occupant riding section 5 (or the base 2), or
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according to the transverse movement command outputted
according to the swing operation in the right/left direction of
the joy stick 12.

Further, combining these translational movements, trans-
lational movement of the vehicle 1 can be executed also in
an optional direction oblique with respect to the X-axis
direction and the Y-axis direction.

Also, when the estimate value Vb_estm1_y of the moving
speed in the Y-axis direction of the vehicle system entirety
gravity center deviates from the predetermined range Aa in
the vicinity of zero because the occupant riding on the
occupant riding section 5 moves the gravity center of the
occupant himself or herself comparatively largely in the
right/left direction, the second target speed Vw2_cmd_y in
the Y-axis direction of the second moving motion unit 4 is
determined to a speed shifted from the first target speed
Vwl_cmd_y in the Y-axis direction of the second moving
motion unit 4 by AVw2_cmd_y. Further, in this case, the
second target speed Vw2_cmd_y is determined to such
speed that makes the vehicle 1 turn around the center of
turning on the rear side of the grounding part of the first
moving motion unit 3.

Therefore, the occupant can turn the vehicle 1 only by
moving the upper body so as to move the gravity center of
the occupant himself or herself in the right/left direction.
Also, in this case, the vehicle 1 turns in the left when the
occupant moves the gravity center of the occupant himself
or herself to the left, and the vehicle 1 turns in the right when
the occupant moves the gravity center of the occupant
himself or herself to the right. Accordingly, the movement of
the gravity center of the occupant in the right/left direction
and the turning direction of the vehicle 1 conform to each
other.

Therefore, the occupant can easily turn the vehicle 1 by
movement in the right/left direction of the upper body of the
occupant himself or herself, and can easily master the
steering operation for turning the vehicle 1.

Also, for example, when the vehicle 1 is to be turned
(direction change) in a stop state of the vehicle 1 (the state
in which movement of the first moving motion unit 3 and the
second moving motion unit 4 almost stops), the first moving
motion unit 3 that supports the weight of the occupant and
the weight of the major part of the vehicle 1 comes to move
in the right/left direction (the Y-axis direction), and therefore
a large friction force can be prevented from applying to the
first moving motion unit 3. Accordingly, turning (direction
change) of the vehicle 1 can be executed smoothly.

Also, when the vehicle 1 is to be turned while the vehicle
1 is moved to the forward direction (the positive direction of
X-axis), as the magnitude (absolute value) of the estimate
value Vb_estml_x of the moving speed in the X-axis
direction of the vehicle system entirety gravity center as a
representative point of the vehicle 1 is larger, the distance L3
between the grounding part of the first moving motion unit
3 and the center of turning becomes smaller, and therefore
the occupant can easily make the movement trajectory in
turning of the vehicle 1 line with a desired trajectory.

Also, in the present embodiment, the gravity center shift
estimation unit 35q of the first control processing unit 24
estimates the gravity center shift amount Ofst_xy of the
vehicle system entirety gravity center by processing shown
in FIG. 7. Therefore, the gravity center shift amount can be
estimated accurately. Also, as described above, according to
the estimate value Ofst_estm_xy of this gravity center shift
amount Ofst_xy, the target speed (post-restriction gravity
center target speed) Vb_cmd_xy of the vehicle system
entirety gravity center is determined. Therefore, the effect
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exerted to the behavior of the vehicle 1 by the gravity center
shift amount Ofst_xy can be properly compensated.

Further, in the vehicle 1 of the present embodiment, the
swing amount (the swing amount in the direction around
Y-axis) of the second moving motion unit 4 with respect to
the base 2 is mechanically restricted to within a predeter-
mined range defined by the stoppers 16, 16, and therefore,
in particular, the occupant riding section 5 can be prevented
from tilting excessively to the rear side which is hard for the
occupant to visually confirm.

Based on the detection result of the inclination state of the
occupant riding section 5 by the inclination sensor 22 (refer
to FIG. 3) that is a fundamental constituent of the vehicle 1,
one control mode is selected out of plural control modes by
the control device 21 (refer to FIG. 10). Therefore, the user
can select the control mode by adjusting the inclination state
of the occupant riding section 5 even while additional
constitution such as a mode selection switch in the vehicle
1 is omitted.

More specifically, by making the user tilt the occupant
riding section 5 to the first designated direction (forward
direction) by the first designated angle 6b_x1 or more, the
expert mode can be selected as the control mode (refer to
FIG. 10/STEP 04 . . . YES—STEP 06—STEP 20). By
making the user tilt the occupant riding section 5 to the
second designated direction (rearward direction) by the
second designated angle 0b_x2 or more, the beginner mode
can be selected as the control mode (refer to FIG. 10/STEP
08 . .. YES—STEP 10—=STEP 26).

Each of the forward direction with high instruction fre-
quency as the translational direction of the vehicle 1 by the
user and the rearward direction with the frequency lower
than that of the forward direction is defined as the tilting
direction (designated direction) of the occupant riding sec-
tion 5 for control mode selection. Therefore, in view of the
high-low difference in the frequency, the user can clearly
recognize the difference in the selected control mode accord-
ing to the difference in the tilting direction of the occupant
riding section 5 and surely select the control mode intended
by the user.

For example, when the user having excellent steering skill
of the vehicle 1 has a tendency of gripping the holders 10
and moving the vehicle 1 forward similarly to the case of a
motorcycle, the user can naturally select the expert mode in
view of the tendency.

Even if the tilting state of the occupant riding section 5 is
changed, when the detection result of the inclination state of
the occupant riding section 5 achieved by the change does
not satisfy a designated condition, the control mode is not
selected (refer to FIG. 10/STEP 04 . . . NO—STEP 08 . . .
NO). Therefore, such situation is avoided that the inclination
state of the occupant riding section 5 changes to an unex-
pected form, for example, the occupant riding section 5
wiggles in the front/rear direction or tilts in the lateral
direction, and the control mode not intended by the user is
selected.

By making the user visually confirm the display condition
of the indicator 200, which is, more specifically, the lighting
state of the red color LED 202 and the green color LED 204,
the user can easily confirm the control mode of the vehicle
1 in selection according to the display condition. Because
the indicator 200 is disposed on the front side of the
occupant riding section 5, the user in the state of riding on
the occupant riding section 5 as an occupant can easily
confirm the display content of the indicator 200. Employ-
ment of an indicator that is a fundamental constituent of the
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vehicle 1 as the indicator 200 is preferable from the view-
point of reducing the manufacturing cost of the vehicle 1.

Second Embodiment and Third Embodiment

Next, the second embodiment and the third embodiment
of the present invention will be described respectively
referring to FIG. 9 (a), FIG. 9 (b). Also, the second embodi-
ment and the third embodiment are different from the first
embodiment with respect to only a part of processing of the
second control processing unit 25. Therefore, in description
of the second embodiment and the third embodiment,
description of items same as those of the first embodiment
will be omitted.

Also, in FIG. 9 (a), (b), the reference signs in parentheses
relate to the modifications described below.

FIG. 9 (a) shows processing in which the second control
processing unit 25 determines Vwla_y (the target value of
the speed after dead zone processing) according to the
estimate value Vb_estml_y of the moving speed in the
Y-axis direction of the vehicle system entirety gravity center
in the second embodiment.

In this second embodiment, the second control processing
unit 25 includes a low-cut filter (pseudo-differentiation
filter) 51 to which the estimate value Vb_estm1_y of the
moving speed in the Y-axis direction of the vehicle system
entirety gravity center is inputted. The second control pro-
cessing unit 25 adds a value obtained by multiplying the
output of the low-cut filter 51 (a value obtained by subject-
ing Vb_estml_y to filtering processing of a low-cut char-
acteristic) by the gain Kd of a predetermined value by a
processing unit 52 to Vb_estm1_y by a calculation unit 53.

Also, the second control processing unit 25 inputs the
output of the calculation unit 53 to the processing unit 41
same as that of the first embodiment instead of inputting
Vb_estm] _y, executes processing of the processing unit 41
in a similar manner as done in the first embodiment, and
thereby determines Vwla_y. That is, Vwla_y is equivalent
to one obtained by passing Vb_estml_y through a phase
compensation circuit (filter).

The second embodiment is the same as the first embodi-
ment with respect to the items other than those described
above.

In such second embodiment, Vwla_y and the target
turning angular velocity wz_cmd_gc are determined accord-
ing to the phase compensation value of the estimate value
Vb_estm1_y of the moving speed in the Y-axis direction of
the vehicle system entirety gravity center (the output of the
calculation unit 53) and the output of the low-cut filter 51
which becomes one according to the temporal change rate
thereof.

Therefore, response of the turning behavior of the vehicle
1 can be improved with respect to movement in the Y-axis
direction of the vehicle system entirety gravity center
accompanying movement of the upper body of the occupant.

Next, FIG. 9 (b) shows processing in which the second
control processing unit 25 determines Vwla_y (the target
value of the speed after dead zone processing) according to
the estimate value Vb_estm1_y of the moving speed in the
Y-axis direction of the vehicle system entirety gravity center
in the third embodiment.

In the third embodiment, similarly to the first embodi-
ment, the estimate value Vb_estm1_y of the moving speed
in the Y-axis direction of the vehicle system entirety gravity
center is configured to be inputted to the processing unit 41.

Also, in the third embodiment, in addition to including the
low-cut filter 51 and the processing unit 52 which are the
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same as those of the second embodiment, the second control
processing unit 25 further includes a processing unit 54 that
inputs the output of the processing unit 52. This processing
unit 54 executes processing similar to that of the processing
unit 41.

More specifically, when the absolute value of the input
value of the processing unit 54 is comparatively small and
the input value is a value within a predetermined range Ab
with zero taken in the center (when the absolute value of the
input value is equal to or less than a predetermined value
determined beforehand), the processing unit 54 makes the
output value zero.

Also, when the absolute value of the input value of the
processing unit 54 is comparatively large and the input value
is a value out of the predetermined range b (when the
absolute value of the input value is larger than the prede-
termined value determined beforehand), the processing unit
54 sets the output value to a value that is not zero.

More specifically, the processing unit 54 determines the
output value according to the input value of the processing
unit 54 so that the absolute value of the output value thereof
increases accompanying increase of the absolute value of the
input value of the processing unit 54 in the range of a
predetermined upper limit value or less. In this case, the
polarity (direction) of the output value of the processing unit
54 is made same as that of the input value.

Also, the second control processing unit 25 in the third
embodiment determines Vwla_y by adding the output value
of the processing unit 41 and the output value of the
processing unit 54 by a calculation unit 55.

The third embodiment is the same as the first embodiment
with respect to the items other than those described above.

In the third embodiment, Vwla_y is determined by add-
ing a component determined by the processing unit 41
according to the estimate value Vb_estm1_y of the moving
speed in the Y-axis direction of the vehicle system entirety
gravity center and a component determined by the process-
ing unit 54 according to the output of the low-cut filter 51
which becomes one according to the temporal change rate of
Vb_estml _y.

Therefore, similarly to the second embodiment, response
of the turning behavior of the vehicle 1 can be improved
with respect to movement in the Y-axis direction of the
vehicle system entirety gravity center accompanying move-
ment of the upper body of the occupant.

Next, some of modifications of the respective embodi-
ments described above will be described.

In the embodiments, the “state detection unit” of the
present invention was formed by the inclination sensor 22,
however, as another embodiment, the “state detection unit”
of the present invention may be formed by the yaw rate
sensor 23 instead of or in addition to the inclination sensor
22. In the another embodiment, it may be configured that the
control device 21 selects the control mode of the vehicle 1
based on the detection result of the angular velocity or the
rotation angle around the yaw axis of the occupant riding
section 5 (or the vehicle 1) expressed by the output signal of
the yaw rate sensor 23 or the orientation in the world
coordinate system.

For example, when the detection result expresses that the
occupant riding section 5 turned clockwise in viewing the
vehicle 1 from above, the expert mode is selected. On the
other hand, when the detection result expresses that the
occupant riding section 5 turned counterclockwise in view-
ing the vehicle 1 from above, the beginner mode is selected.
The event that the rotation angle around the yaw axis is a
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designated angle or more may be defined as a designated
condition for selecting the control mode.

In the embodiments, one control mode was selected out of
two control modes (the expert mode and the beginner mode),
however, as another embodiment, the control device 21 may
be configured so that one control mode is selected out of
three or more control modes. For example, the control
device 21 may be configured so that one control mode is
selected out of such three or more control modes that at least
one out of the adjustment factors of the steering sensitivity
of the vehicle 1 gradually increases or decreases.

In the vehicle 1, the second moving motion unit 4, the
electric motor 17 as the second actuator device, and the
second control processing unit 25 may be omitted. In this
case, at least a part of the adjustment factors of the sensi-
tivity with respect to the steering operation of the vehicle 1
can be differentiated according to the difference of the
control mode. This is similar when the vehicle 1 transla-
tionally moves on the floor surface in a state where the
second moving motion unit 4 departs from the floor surface
and only the first moving motion unit 3 abuts on the floor
surface.

In the embodiments, although presence of the history that
the occupant riding section 5 tilted to the designated direc-
tion was defined as a designated condition for selecting the
control mode, a designated condition different from the same
may be defined alternatively or additionally. For example, an
event that the temporal integrated value of the absolute value
of the actual tilting angle 6b_act_xy or the accumulated
amount of the absolute maximum value of the actual tilting
angle 0b_act_xy of the occupant riding section 5 becomes a
designated value or more may be defined as a designated
condition for selecting the control mode.

The control mode may be switched so that the steering
sensitivity of the vehicle 1 rises with a provision that, after
the user rode on the occupant riding section 5, the occupant
riding section 5 was tilted in various forms, the steering
experience of the vehicle 1 was accumulated, and thereby
the accumulation value reached a threshold value. In this
case, the threshold value is appropriately set taking the
skillfulness of the steering method of the vehicle 1 of the
user into consideration.

In the embodiments, although the designated direction
defiling the designated condition for selecting the control
mode was set for each of the forward direction (+X direc-
tion) and the rearward direction (=X direction), a direction
different from the forward direction and the rearward direc-
tion may be set as the designated direction. For example,
each of the rightward direction (+Y direction) and the
leftward direction (=Y direction) may be set as the desig-
nated direction. The expert mode can be selected as the
control mode by making the user tilt the occupant riding
section 5 to the rightward direction, whereas the beginner
mode can be selected as the control mode by making the user
tilt the occupant riding section 5 to the leftward direction.

In the embodiments, the state detection result of the
occupant riding section 5 which becomes the selection basis
of the control mode and the state detection result of the
occupant riding section 5 which becomes the motion control
basis of the actuator device (the electric motors 8a and 85 as
well as the electric motor 17) are differentiated. As another
embodiment, the state detection result of the occupant riding
section 5 which becomes the selection basis of the control
mode and the state detection result of the occupant riding
section 5 which becomes the motion control basis of the
actuator device may be common.
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According to the another embodiment, the control mode
is switched if the user tilts the occupant riding section 5 in
a state riding on the occupant riding section 5, and a motion
command value for the vehicle 1 such as the first target
speed Vwl1_cmd_xy, the second target speed Vw2_cmd_y
and the like is outputted according to the control mode after
the switching based on the tilting form of the occupant riding
section 5 expressed by wb_act_xy, 0b_act_xy and the like.
Thus, various steering sensitivity of the vehicle 1 can be
imparted to the user. The vehicle 1 may be designed so that
the change in the steering sensitivity of the vehicle 1
between before and after switching of the control mode after
the user rides on the occupant riding section 5 becomes a
threshold value or less.

The control mode may be selected based on the detection
result of the inclination state of the occupant riding section
5 from start of the vehicle 1 until a designated period
elapses. Thus, the user can start of the vehicle 1 (such as ON
operation of the power source switch) and select the control
mode by tilting of the occupant riding section 5 in succes-
sion in a state where, for example, the holders 10 are gripped
by the hands, and therefore usability of the vehicle 1 can be
improved.

Because the length of the designated period is adjusted,
the user can select the control mode before riding on the
occupant riding section 5 and thereafter steer the vehicle 1
according to the selected control mode. In other words, the
detection result of the inclination state of the occupant riding
section 5 which becomes the selection basis of the control
mode and the detection result of the inclination state of the
occupant riding section 5 which becomes the motion control
basis of the first actuator device (the electric motors 8a and
8b) and the second actuator device (the electric motor 17)
are differentiated.

Such a situation is avoided that an unintended control
mode is selected by tilting of the occupant riding section 5
in a state where the user rides on the occupant riding section
5 as the occupant after a designated period. Not only is the
control mode selected based on the common detection result
of the state of the occupant riding section 5 but also such a
situation can be avoided that the control form of the motion
of the electric motors 8a and 86 changes according to the
selected control mode and discontinuity occurs in the steer-
ing feeling of the vehicle 1 by the occupant.

In the embodiments, the selected control mode was dis-
played by each LED lit out of different monochrome LEDs,
however, other than that, all configuration capable of making
the user visually confirm the selected control mode may be
employed. For example, the indicator 200 may be formed of
a multicolor LED instead of or in addition to plural mono-
chrome LEDs, and may be formed of an image display
device such as a liquid crystal panel and the like or a flash
gun or a projector directed to the floor surface (preferably
the forward floor surface).

The indicator 200 may be arranged in a position different
from the front side of the base 2 such as the right side of the
base 2 or the holder 10 with a provision that the display
content is visible by the user.

The control device 21 may be configured so as to lower
the steering sensitivity of the vehicle 1 in the warming up
period from start of the vehicle 1 until a constant time
elapses compared to that in the normal operation period
thereafter. In order to lower the steering sensitivity of the
vehicle 1, for example, the dead zone of the processing unit
32¢ (refer to FIG. 4) of the gravity center target speed
determination unit 32 forming the first control processing
unit 24 is widened temporarily in the warming up period.
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Thus, the situation that the vehicle 1 starts to move in the
warming up period can be avoided.

The control device 21 may be configured so as to lower
the steering sensitivity of the vehicle 1 intermittently or
continuously when abnormality is detected in the vehicle 1.
Thus, such situation is avoided that the damage increases
because the vehicle 1 is still used continuously even if
abnormality occurs in the vehicle 1. The control device 21
may be configured so as to display presence/absence of
abnormality detection or the kind of abnormality on the
indicator or to make a speaker output the same by sound.

As the abnormality, a system error such as noise-origi-
nated communication abnormality of the control device 21,
significant drop of the storage quantity of the on-vehicle
battery, overheat of a constituting component of the vehicle
1, excessive supply current to electric equipment that is a
constituting component of the vehicle 1, and the like can be
cited. In order to lower the steering sensitivity of the vehicle
1, for example, at least one of a limit value in the X-axis
direction and the Y-axis direction of the processing unit 32¢
of'the gravity center target speed determination unit 32 (refer
to FIG. 4) forming the first control processing unit 24 and a
limit value in the Y-axis direction of the processing unit 41
(refer to FIG. 8) forming the second control processing unit
25 is adjusted so as to gradually approach 0 after abnormal-
ity detection.

The control device 21 may be configured so as to raise the
steering sensitivity of the vehicle 1 so as to approach the
initial steering sensitivity according to state change after
abnormality detection of the vehicle 1. Thus, movement of
the vehicle 1 to the maintenance location and the like after
occurrence of abnormality becomes possible or easy.

For example, when the event that the user gets down from
the occupant riding section 5 is detected after drop of the
storage quantity of the battery is detected, the steering
sensitivity of the vehicle 1 may be raised. When the event
that the temperature of a constituting component of the
vehicle 1 has dropped to a normal temperature is confirmed
after overheat of the constituting component is detected, the
steering sensitivity of the vehicle 1 may be raised. When the
event that the supply current to a constituting component of
the vehicle 1 has restored to a normal value is confirmed
after excessive supply current to the constituting component
of the vehicle 1 is detected, the steering sensitivity of the
vehicle 1 may be raised.

In the respective embodiments, in processing of the
second control processing unit 25, as an indicator for deter-
mining presence/absence of the turning request or the degree
of the turning request, the estimate value Vb_estm1_y of the
moving speed in the Y-axis direction of the vehicle system
entirety gravity center calculated by the gravity center speed
estimation unit 33 was used. However, as an indicator for
determining presence/absence of the turning request or the
degree of the turning request, a parameter other than
Vb_estml_y may be used.

For example, as shown in the reference signs in paren-
theses of FIG. 8 or FIG. 9 (a), (), the target turning angular
velocity wz_cmd_gce of the vehicle 1 may be determined by
executing processing of the processing units 41, 42 similarly
to the embodiments using, instead of Vb_estml_y, the
gravity center shift effect amount Vofs_y in the Y-axis
direction (or the gravity center shift amount estimate value
Ofst_estm_xy) calculated by the gravity center shift effect
amount calculation unit 354 of the first control processing
unit 24, or the post-restriction speed command V2 cmd_y in
the Y-axis direction determined by the processing unit 32e,
or the first target speed Vwl_cmd_y in the Y-axis direction
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of the first moving motion unit 3 determined by the attitude
control calculation unit 34, or the observed value of the
actual moving speed Vw1 _act_y in the Y-axis direction of
the first moving motion unit 3 (for example, a value of
Vwl_act_y estimated from the detection value of the rota-
tional speed of the electric motor 85).

Also, in this case, in the processing unit 41, the range Aa
(the magnitude of the upper limit value and the lower limit
value of the range Aa) of a value of an input parameter
making the output value of the processing unit 41 zero and
the change ratio of the output value with respect to change
of a value of the input parameter outside the range Aa are set
for each input parameter of each kind in general. This is
similar in the processing unit 54 shown in FIG. 9 (b).

Even when such parameters as described above which
substitutes for Vb_estml_y are used, similarly to the
embodiments, the vehicle 1 can be turned according to
movement in the right/left direction of the upper body of the
occupant.

Here, when the gravity center shift effect amount Vofs_y
in the Y-axis direction calculated by the gravity center shift
effect amount calculation unit 355 of the first control pro-
cessing unit 24 is used instead of Vb_estm1 _y, the Vofs_y is
proportionate to the gravity center shift amount estimate
value Ofst_estm_y in the Y-axis direction, and therefore, to
set the target turning angular velocity wz_cmd_gc of the
vehicle 1 according to Vofs_y is equivalent to setting the
target turning angular velocity wz_cmd_gc of the vehicle 1
according to the gravity center shift amount estimate value
Ofst_estm_y in the Y-axis direction.

Also, in the respective embodiments, the distance L3
between the center of turning and the grounding part of the
first moving motion unit 3 when the vehicle 1 turned was
changed according to the estimate value (observed value)
Vb_estm_x of the moving speed in the front/rear direction of
the vehicle system entirety gravity center, however, L3 may
be a constant value determined beforehand.

Further, in the first embodiment, the target turning angular
velocity wz_cmd_gc was set to zero when the estimate value
Vb_estm]1_y of the moving speed in the Y-axis direction of
the vehicle system entirety gravity center as the input
parameter of the processing unit 41 was a value within a
predetermined range Aa in the vicinity of zero, however,
even when the input parameter is a value within the prede-
termined range Aa, the target turning angular velocity
wz_cmd_gc may be set so as to turn the vehicle 1. That is,
Aa may be made zero.

Also, in the respective embodiments, one in which the
second moving motion unit 4 was disposed on the rear side
of the first moving motion unit 3 was shown, however, the
second moving motion unit 4 may be disposed on the front
side of the first moving motion unit 3. In the case, by making
the moving speed in the Y-axis direction of the second
moving motion unit 4 higher than the moving speed in the
Y-axis direction of the first moving motion unit 3 in turning,
the vehicle 1 can be turned.

In the respective embodiments, the joy stick 12 was used
as an operation tool for outputting the advancing/retreating
command and the transverse moving command, however, a
track ball and a touch pad may be used instead of the joy
stick, or otherwise, a load sensor detecting the contact
position by the occupant, an attitude sensor held by the
occupant, and the like may be used. Also, a portable terminal
such as a smart phone for example can be used as the
operation tool.

20

30

40

45

50

36

Further, the operation tool such as the joy stick 12 and the
like may be omitted, or otherwise, an operation tool that
outputs only the advancing/retreating command may be
provided.

Also, the second moving motion unit 4 may have a
structure other than the omni-wheel, or may have a structure
similar to that of the first moving motion unit 3 for example.

Also, it may be configured to be capable of selecting to
turn the vehicle 1 by that the occupant moves the body of the
occupant himself or herself in the right/left direction by
operation of a selection switch and the like by the occupant,
and to turn the vehicle 1 by operation of an operation tool
such as a joy stick by the occupant.

The invention being thus described, it will be obvious that
the same may be varied in many ways. Such variations are
not to be regarded as a departure from the spirit and scope
of the invention, and all such modifications as would be
obvious to one skilled in the art are intended to be included
within the scope of the following claims.

What is claimed is:

1. An inverted pendulum type vehicle, comprising:

moving motion units configured to be capable of moving

in all directions on a floor surface;

actuator devices adapted to drive each of the moving

motion units;

a base that incorporates the moving motion units and the

actuator devices;
an occupant riding section incorporated into the base so as
to be tiltable with respect to an imaginary line that
extends orthogonally with respect to the floor surface;

state detection units adapted to detect a state of the
occupant riding section; and

a control device capable of operating in a plurality of

control modes, and being configured to control a
motion of the actuator devices based on a detection
result of the state of the occupant riding section by the
state detection units,

wherein the control device is adapted to:

select one control mode out of the plurality of control

modes of the inverted pendulum type vehicle based on
the detection result of the state of the occupant riding
section by the state detection units, and to:

control the motion of the actuator devices according to the

one control mode;

said control device being configured to select the one

control mode with a provision that the detection result
of the state of the occupant riding section by the state
detection units satisfies a designated condition and
shows tilting of the occupant riding section to a des-
ignated direction.

2. The inverted pendulum type vehicle according to claim
1, wherein the control device is configured to select another
control mode out of the plurality of control modes based on
a detection result other than the detection result of the state
of the occupant riding section by the state detection units,
which becomes a motion control basis of the actuator
devices.

3. The inverted pendulum type vehicle according to claim
1, wherein the control device is configured to select the one
control mode based on the detection result of the state of the
occupant riding section by the state detection units over a
period from a start of the inverted pendulum type vehicle
until when a designated period has elapsed.

4. The inverted pendulum type vehicle according to claim
1, wherein

the control device is configured to select the one control

mode with the designated condition that the detection
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result of the state of the occupant riding section by the
state detection units shows a tilting of the occupant
riding section to the designated direction by a desig-
nated angle or more.

5. The inverted pendulum type vehicle according to claim

4, wherein the control device is configured to select another
of the control modes that differs according to whether the
designated direction is forward or rearward as the one
control mode.

6. The inverted pendulum type vehicle according to claim

1, wherein the control device is configured to select another
of the control modes that differs according to whether the
designated direction is forward or rearward as the one
control mode.

7. The inverted pendulum type vehicle according to claim

1, wherein the control device is configured to select the one
control mode out of the plurality of control modes that
include:

a beginner mode in which the motion of the actuator
devices is controlled with low sensitivity with respect
to steering operation of the inverted pendulum type
vehicle by an occupant; and

an expert mode in which the motion of the actuator
devices is controlled with sensitivity higher than that in
the beginner mode with respect to steering operation of
the inverted pendulum type vehicle by the occupant.

8. An inverted pendulum type vehicle, comprising:

moving motion units configured to be capable of moving
in all directions on a floor surface;

actuator devices adapted to drive each of the moving
motion units;

10

15

25

30

38

a base that incorporates the moving motion units and the

actuator devices;
an occupant riding section incorporated into the base so as
to be tiltable with respect to an imaginary line that
extends orthogonally with respect to the floor surface;

state detection units adapted to detect a state of the
occupant riding section; and

a control device capable of operating in a plurality of

control modes, and being configured to control a
motion of the actuator devices based on a detection
result of the state of the occupant riding section by the
state detection units,

wherein the control device is adapted to:

select one control mode out of the plurality of control

modes of the inverted pendulum type vehicle based on
the detection result of the state of the occupant riding
section by the state detection units, and to;

control the motion of the actuator devices according to the

one control mode;

an indicator disposed on a front side of the base; and

said control device being configured to display the one

control mode on the indicator.

9. The inverted pendulum type vehicle according to claim
8, wherein the indicator is formed of a plurality of mono-
chrome LEDs or a multicolor LED, or a combination
thereof; and

the control device is configured to execute control while

differentiating a lighting condition of the plurality of
monochrome LEDs or the multicolor LED, or a com-
bination thereof according to difference in the one
control mode.



